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The Scientific Man on the Railroads. 





To THE HpIToR OF THE RAILROAD GAZETTE, 

There was recently received at one of the prominent 
engineering schools of the country a letter, from which 
the following is extracted: 

“T want a young man, quick, accurate computer, ac- 
customed to computing for and constructing curve dia- 
grams. Preferably experienced in handling virtual pro- 
files and questions of engine performance, train resist- 
ance, momentum, etc. Do you know of any recent grad- 
uates who have been drilled in above line and had a little 
outside experience?” 

This letter, from a Chief Engineer, is interesting as an 
‘s Jication of the growth of scientific railroad location and 
“erterment. It would have been a very curious letter 
ten years ago and practically an impossibility 20 years 
ago. Just what this Chief Engineer wishes was laughed 
at a few years since, and many able operating managers 
smile even now at the mention of virtual profiles and 
velocity of grades. 

The better engineering schools of this country are now 
training men to do the very work required by this Chief 
Engineer, and they are likely soon to be the successful 


operating managers of our great roads, Mm. ¥..%: 








Han''ng Small Cars, Continuous Draft Gear—Water to 
Obtain Adhesion. 





Lansdowne, TPa., Jan. 26, 1901. 
To THE EprTor OF THE RAILROAD GAZETTE. 
The articles in your issue of Jan. 11, bearing upon 


above-named subjects, proved of more than passing inter- 


est to the writer. From 1869 until 1880 it was my good 
fortune to have charge of the Car Department of the 
Westmoreland Coal Company, with headquarters at Ir- 
win, Pa. 

About 1876, or early in 1877, two of our cars, of hopper 
type, were rebuilt at Allison’s shops and furnished with 
continuous drawbars of a type shown in the accompany- 
ing dmtwing. This bar, as will be noted, drew its car 





(=e a) mi) 


from the end opposite to the one attached to the locomo- 
tive. Thus, the tendency was to keep all parts of the car 
body drawn together and almost entirely eliminate the 
tendency to pull everything apart, which always obtains 
to a greater or less extent where cars are drawn in the 
customary manner. Besides, the body of each car was 
subjected to no greater drawing strain if 100 cars were 
in the train than when it was drawn alone. 

The device was simply a rod of iron about 2 in. in 
dam., slotted at each end for a draught key, and built 
up and flattened at the points where it passed between the 
center plates and body transoms, besides being perforated 

these points with oval holes to permit the passing 
through of the transom bolts. The draught springs were 
ipon the rod immediately behind the drawhead, and a 
washer of 1-in. iron, 4 in. x + in., was placed at each 
end of the spring. ‘The key, of course, was inside of the 





drawhead, and between the back washer and the transom 
a block of wood was placed. This was bored lengthwise 
to permit the passage of the rod, and its object was to 
receive the strain and draw, or rather push, the car; 
and also to receive the blow when cars bumped together. 

The Pennsylvania Railroad Company refused permis- 
sion to apply it to any more of our cars, as they feared 
that in case of breakage delay would occur owing to the 
great difference between this gear and their standard. 
In practice, however, we had very little trouble, if any, 
from this cause, and nty connection with the company 
continuing almost four years after the introduction of the 
device, gave ample opportunity to observe its service 
closely. Repairs to the bodies of the cars so equipped 
were much less than to other cars of the same type and in 
similar service, and work on draught timbers and draught 
bolts was reduced to almost zero. 

Two objections were offered by practical men, and 
were probably the only ones which might have had a 
substantial foundation. One was that in a train of any 
length the engine did not, at starting, have the advantage 
afforded by the buffer springs as in the case of cars 
equipped in the ordinary way, as with the continuous 
bar, as used by us, only the springs at the rear ends of 
the cars came into action, and thus the starting more 
nearly resembled a dead pull. This, of course, could 
have been remedied by dividing the rod in the center and 
uniting the ends at that place by a yoke with enclosed 
spring. In fact, the cars of the I. B. & W. R. R. were 
at that time nearly all equipped with a continuous draw- 
bar like ours with the exception that it was divided at 
the center, and the ends united by a sort of turnbuckle, 
but without any spring. This was evidently done to 
facilitate repairs in case of damage to one end. 

The other objection offered was the groove of 1 in. cut 
across the bottom of the body transom to enable the flat- 
tened portion of the drawbar to pass under between tran- 
som and center plate, yet we had no trouble whatever 
with this during the entire time referred to. Might not 
the equipment of light cars, with continuous drawbars 
designed upon somewhat similar lines, afford a solution 
as to handling them without injury in the heavier trains 
of to-day. 

Wetting the Driving Tires——Now as to the device for 
keeping water in contact with flanges and tires of loco- 
motives to prevent undue wear on curves and to increase 
adhesion : 

About 1871 the Pennsylvania Railroad attached just 
such a device to their engine, No. 87, Class D, 18-in. x 
22-in. cylinders, six 54-in. drivers, and in freight 
service. The end of each pipe on the 87 was 
fitted with a fan-shaped piece about 3 in. across 
and of almost microscopic width only. It was 
placed close to the flange, and but a slight distance above 
the rail. Two sets were used—one set in front of the 
forward drivers and the other set behind the rear drivers. 

The primary object was to obtain adhesion without the 
use of sand. This result was satisfactorily obtained in 
the case of 87, but thé train passing over seemed to mingle 
its own dust and the wear of the wheels, with the moisture 
into a slippery paste which caused much annoyance to 
trains following, and the contrivance was soon removed. 
Had the other engines been similarly equipped the result 
might have been different. I do not think any effort was 
made while it remained on the 87 to ascertain its value 
as a preventive of flange-cutting on the sharp curves of 
the Pittsburgh Division, where 87 was in service. 

Personally, I would rejoice to see something success- 
fully adopted which would either remove the sand-boxes 
from the boiler’s top to a place under the running board, 
or eliminate them entirely. Our American engines are 
disfigured by too many such things on the boilers, and 
our Continental brethren seem to keep their engines in 
line with us in this respect, even neglecting to design 
such excrescences with any regard to beauty, but oftener 
make them of patterns which would disgrace an ordinary 
cooking utensil. The finished appearance of the British 
locomotive is unquestionably owing in a large degree to 
the absence of sand-boxes, ete., from the boiler top and 
their occupying a “retired” position either on, under, or 
between the foot-plates. 

The Pennsylvania R. R. Co., during 1861 and 1862, 
placed the sand-boxes of engines 16, 55, 57, 59, 86, 70 and 
106 under the running boards and behind a neat type of 
wheel cover; but found trouble from the sand dampening 
and then hardening in the boxes; so that by 1866 all 
these sand-boxes were replaced on the tops of the boilers. 

Again, in 1881, the company adopted the position of 
sand-boxes placed under the running boards and behind 
the wheel cover as a standard for passenger engines and 
maintained it for over 12 years, building several hundred 
engines so arranged and placing them in service, both on 
the main line and on the leased lines. 

The old trouble, however, of caked sand and conse- 
quent delay of trains soon came to the front. Different 
shapes and sizes of boxes were tried, and finally an ar- 
rangement whereby the exhaust steam of the air pump 
was utilized to keep the boxes dry and warm, but in 
1893 the boxes began again to be placed upon the boiler 
top as rapidly as engines were built or repaired, and now 
all are there, except on No. 1515, Class T, Altoona com- 
pound. ‘This engine is of rather peculiar design and 
finished closely on English lines. Hence it seems to be 
permitted to retain the English type of sand-box. 

Quite recently the Class E1 and E2 passenger engines 
of the P. R. R. have been built with sand-box close to 
front of dome and the whole covered by one oblong casing. 
One of the Class L (now D) type has recently been sim- 
ilarly arranged in receiving general repairs, but while 


this reduces the number of parts visible on the boiler, the 
oblong casing is not exactly a “thing of beauty,” and tou 
closely borders on the many unshapely designs of Con 
tinental locomotive builders. 

©. H. CaRuTmERS 


Locomotive Tests for Students’ Theses. 





Through the kindness of officers of the Boston & Al 
bany Railroad Messrs. M. C. Brush and W. F. Davidson, 
senior students of the Massachusetts Institute of Tech 


nology, in mechanical engineering, have been able to 
make for their thesis work a series of road tests on 
locomotive No, 221, which hauls the passenger train 


that leaves Albany at 9:10 a. m. daily to Springfield, and 
returns to Albany with the 4:30 p. m. train. The dis- 
tance between the two places is 102 miles, the duration 
of each run being about three hours, inasmuch as the 
grades are steep. The locomotive tested is a ten-wheel, 
two-cylinder compound, and the following are a few of 
its general dimensions: 


WNC de vedncdutcannimansseeaecencaee Two cylinder compound 
PS Ee Re ee ee eee Schenectady Locomotive Works 
WORINe OM GQUNOOUU se cacv ce csavacsucddene gdlasaeaderned 114,000 Ibs. 


44,000 Ibs. 
158,000 Ibs. 


Weight on truck wheels............... 
Po A | er 





WEEOGN DONG, TOUNEs oeiiesnstaedtraseededakvianecees 26 ft. 2 In. 
WRG SN) CREW ie cc cedevdeudcvarse ae deuacadawed 15 ft. 
RMSIMMRCY OF -OUINOUN 5 oc0 Coc ccdvicurecdsemexauneoeand 69 inches 
DISMOUGE OF CHUCK “WIGS. ic ci is ceed vessdwcudavede 33 inches 
Diameter high pressure cylinder...................22 inches 
Diameter low pressure cylinder.............00e0005 34 inches 
OR ooo on dnak Casas cot wncde 0 vacnsecweuadsedaccnes es 26 inches 
Botler (diameter of barrel). «oo c<6.c06ssetccccceccas 62 inches 
RC | ene: 
GENIE FON oo was div db vas wexinn xdcavned tad aude eugeasd 30 sq. ft. 


Engine tests were made only on the runs from Albany 
to Springfield, but boiler tests were made including the 
round trip. Account was taken not only of the coal and 
water used on the run, but also of that used while the 
engine was lying off. The weighing of the coal was 
done by the usual methods, and the water consumption 
was determined by the use of a pair of 2-in. dise meters 
coupled together, inasmuch as the amount of water re- 
quired at times was large. Care had to be taken to so 
arrange the connections between the tank and the meter, 
on the one hand, and those between the meter and the in- 
spirator, on the other, as to offer as little resistance as 
possible to be overcome by the inspirator. For the de- 
termination of the power four indicators were used, so 
that simultaneous cards were taken from each end of 
each cylinder, usually at an interval of three minutes 
while steam was being used, but oftener when cireum- 
stances required. The piping for the indicators was 
made of %-in. copper pipe, the attempt being made (1) 
to have the pipes as short as possible, (2) to have them 
as smooth as possible on the inside, (3) to avoid, as far 
as possible, the resistances due to fittings and to sub- 
stitute as far as could be done smooth bends in place 
of fittings. An instrument was used for the purpose of 
obtaining valve ellipses drawn by the locomotive itself 
during the run, and a considerable number of such valve 
ellipses were obtained. For speed determinations three 
methods were used, viz., Ist, observing the times of pass- 
ing the mile posts; 2d, reading the revolution counters, 
and 3d, using the Boyer speed recorder. 

Such supervision as was necessary was exercised by 
Mr. C. E. Fuller, one of the instructors in the mechan- 
ical engineering laboratory. Four complete road tests 
were obtained, and all the data taken, but the ecaleula- 
tions are still to be made. 

Twenty road tests of locomotives have been made by 
students of the Massachusetts Institute of Technology 
for thesis work, the work described above forming the 
third thesis of this kind that has been performed on 
the Boston & Albany Railroad, the first of the three by 
Messrs. H. A. Campbell and B. S. Hinckley, of the elass 
of 1899, and the second by Messrs. P. R. Brooks and E. 
G. Allen, of the class of 1900. 


A Defect of the New M. C. B. Journal Boxes. 

In a recent discussion of hot boxes on cars, Mr. Max 
Toltz, of the Great Northern, called attention to a fea- 
ture of the latest M. C. B. standard journal boxes, for 
5 x 9-in. and 54% x 10-in. journals, which had given 
trouble. Heating was found to be due to the waste 
shifting on account of the bottoms of these larger boxes 
being semi-circular. The M. C. B. standard journal 
boxes for the small sizes of axies have rectangular bot- 
toms, and the waste appears to be held in place in these 
boxes. Mr. Toltz said: “I would like to eall your at- 
tention to another cause for hot boxes which has not 
been mentioned. Only recently railroads here in the 
Northwest have received cars of 80,000 and 100,000 Ibs. 
capacity, under which 5 x 9-in. journals and 5% x 10-in. 
journals, respectively, are used. I refer especially to 
5 x 9-in. journals. The cause for hot boxes on these 
was found in the construction of the box proper, which, 
although made according to the M. C. B. standard, has 
semi-circular bottom. The waste in these boxes is 
thrown from one side to the other in the direction of the 
revolution of the axles, thereby cutting off the lubrica- 
tion of the journal on one side entirely and partly on the 
bottom. I have had oceasion to look into this trouble 
on a train consisting of three heavy cars, and although 
the boxes were packed properly, and this paeking con- 
tinued almost every 15 miles, hot boxes were had just 
the same. The only remedy that could be applied was 
to put in teats in the bottom of the boxes to hold the 
waste in place or to put in new boxes with square bot- 
toms.” 
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FEBRUARY 8, 1901. 


Structural Steel Hopper-Bottom Car of the American 
Car & Foundry Company. ; 


In our issue of Oct. 5, last, the archbar truck used 
by the American Car & Foundry Company was illus- 
trated in connection with a discussion of truck design 
by Mr. George I. King. Oct. 26, we published compara- 
tive data concerning the weights and capacities of dif- 
ferent types of hopper-bottom cars in which reference 
was made to the new structural steel cars of the Amer- 
ican Car & Foundry Company, and Jan. 4, we published 
the drawings of its 50-ton steel gondolas. Now we give 
drawings of one class of its steel hopper-bottom coal cars 
which was also designed by Mr. King. ‘Taken altogether 
it makes a fairly good record of the steel car work so 
far done by that company. 

The car now illustrated is known as the S. H.-40, and 
has a maximum capacity for 88,000 Ibs. of coal. The 
light weight is approximately 34,600 Ibs. The inside di- 
mensions at the top are 30 ft. long and 9 ft. wide, and 
from the top of the sides to the rail is 10 ft. 55% in. The 
discharge openings at the bottom are on either side of the 
center sills, each opening being 4 ft. long and 2 ft. 6% 
in. wide. The construction is so clearly shown by the 
drawings that only the special features will be referred to. 

The center sills are two deep channels placed with the 
flanges facing inward. ‘The side sills are girders consist- 
ing of two flange angles which, near the middle of the car, 
are riveted to the side plates, thus forming the web of the 
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Cast Steel End Sill—88,ooo Lbs. Steel Hopper Car. 


attachments in this way. The draft lugs are also cast- 
steel and are formed so as to enclose the ends of the fol- 
lower plates. The M. C. B. yoke is used, preferably with 
two followers 6 x 1% x 14 in. and two standard draft 
springs 644 x 8 in., each spring having a coil of 114 in. 
and one of *4-in. diam. steel. By reference to the draw- 
ings of the draft lugs it will be seen that, instead of 
having the usual front and back parts connected by a 
third piece, both stops are cast together. This gives a 
continuous vertical face where the lug is attached to the 
sill and the stops are also connected by two ribs. The 
top rib is 54% x % in. The ribs act as ties to unite both 
ends of the casting, guide the followers and prevent their 
rising while in action. Each draft lug is riveted to the 
center sill by 20 %-in. rivets, so there are in all, holding 
the four lugs to the car, 80 
avert peo rivets, the strength of which 








with the cast steel end sills, it is thought to be sufficient 
This design of end sill and draft attachments very much 
reduces the number of parts and simplifies the end con- 
struction. 

As shown, the body bolsters are designed to fit the 
center sills at the sides and pass beneath them. The 
upper center plates and side bearings are cast with the 
bolsters. The body bolsters are connected to the sills by 
rivets through the webs and also by wide cover plates 
above. 

The doors extend across the car and each covers two 
openings. The method of hanging the doors and the ar- 
rangement of the operating mechanism are clearly shown 
by the drawings and it will be noted that in discharging ; 
load the doors are swung back clear of the opening and 
out of the way of falling material. When open the doors 
do not hang lower than the axles so they are not liable 
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End Elevation and Sections—88,ooo Lbs. Capacity Steel Hopper Car. 


girder. Beyond the side plates, at either end, the angles 
are connected by lacing. 

The end sills are open-hearth steel castings, as shown in 
detail, and are considered an advance over previous con- 
structions. They weigh 869 Ibs. per car and are consid- 
ered able to stand more buffing than any plate arrange- 
ment that can be designed, materially assisting the draft 


at 12,000 Ibs. per sq. in. is about 578,000 Ibs. Since 
shearing values govern the strength of this connection, 
the only weak point of the gear is in the spring capacity. 
This is as great as in similar spring gears and when used 
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Cast Steel Draft Lug—88,o000 Lbs. Steel Hopper Car. 








aa 


elcemliccianeiad 


+ 


| 
cons 
> 


7 


mag he-----F 


i” 
be--—--2§---— 


H 
“===> 








hence 


| 












T ; 
‘hie P28 


' 
1 jt 
ip -> 









' 
ig BeSud MIT L 


to be damaged if the cars are run with the doors in the 
open position. The trucks are of the diamond frame type 
with the archbars of special rolled section. The design 
of this truck was fully described Oct. 5 last. 


The Accident at Offenbach, Germany. 

A good deal has been said in the papers, here and 
abroad, about the fatal railroad accident at Offenbach, 
where several people were burned to death. Now we are 
able to give an official translation of a part of the report 
of the officers of the Prussian State Railroad Adminis- 
tration. We leave the text as it comes to use, cutting 
out a few irrelevant sentences. 


Extract from the official report of the Prussian State 
Railroad Administration regarding the railroad accident 
near Offenbach. 

Thorough investigations, which the Administration has 
been making in the matter of the railroad accident near 
Offenbach, which has created so much excitement in 
public on account of its terrible consequences and of the 
reflections on the safety of traveling on railroads, have 
now come to a certain conclusion. It appears to be a 
necessity to publish the results of this investigation, so 
much the more, as on the basis of information given by 
some passengers of the unfortunate D-train and of other 
witnesses, and on the ground of some preliminary official 
informations, the various daily papers contained descrip- 
tions of the occurrence and its consequences, which it is 











quite conceivable, do not correspond with the facts now 
ascertained by the official investigation. 

The locomotive of the passenger train run into the last 
carriage of the D-train, pushing the latter forward by 
the length of a coach, crushing the back wall, losing its 
chimney entirely, cleaving the floor and shoving it for- 
ward, crushing entirely the water closet and two compart- 
ments, while in the next two compartments the seats and 
The last two first class com- 
towards the front of the carriage, 
remained intact. At the same time the 
frame of the carriage bearing the hind axletrees 
was caught by the locomotive, torn off from the floor and 
the bogie frame was run 


partitions were telescoped. 
partments situated 
seem to have 
hogie 
pushed forward by 4 meters; 
against the two gas receivers, which had a length of about 
1! meters, pulled them out of their fastenings and throw- 
ing them about, so that they were lying under the carriage 
in a slant direction. A hole was knocked into the front of 
one of the receivers by the sharp edge of the bogie frame, 
from which the gas escaped in the very shortest time 
under a pression of about 5 atmospheres, 

The standing on its wheels upon the 
track until the supporting board, between the somewhat 
lifted and back-bent walls of the carriage; above the loco- 
motive was the roof of the carriage which was partly 
split by the steam dome of the boiler. The fragments of 
the floor of the partitions and of the sitting arrange- 
ments, i. e., wood splints, stuff of furnitures, carpets of 
wainscot, wax cloth and cork carpets must 


locomotive was 


cocoanut fiber, 
have been heaped up before, aside and above the fore part 
of the boiler. The gases of the fire, heated to 600 or 700 
degrees coming from the chimney hole of the smoke-box 
flowing into that confused thus filling soon the 
space with glowing vapors, set on fire everything burnable. 
been formed inside 


Mass, 


must have 


which 


Into this hearth, 
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It has been mentioned already that the gas-lighting 
has not caused the burning of the carriage directly, but 
that it may only have contributed to it. Also in the case 
of the railway accident Wannsee in 1887 the burning 
of one carriage could not be imputed exclusively to the 
gas. Otherwise there are only very few cases remaining, 
in which the cause of the burning connected with railroad 
accidents was more or less imputed to the gas lighting. 
If we consider that at present about 105,000 railroad 
carriages fitted up with gas lighting are running in all 
parts of the globe, and that this system of lighting was 
introduced in Germany already 30 years ago, it cannot 
be asserted on account of the few accidents which oc- 
curred, that the gas lighting be more dangerous than any 
other system of lighting, even if in some cases it had 
been the cause of fire. But if at present a stress is being 
laid again and again upon the dangerousness of the gas 
lighting, this is not right, and it is in contradiction with 
the facts. As a substitute for gas lighting the electric 
lighting is pointed out and it is said to be now sufficiently 
tried and safe from fire. It can scarcely be admitted, 


that electric installations themselves are more secure 
against fire than gas instaliations, if we consider that 


even in course of the last years perhaps more buildings 
have been destroyed by fire on account of defects in the 
electric installations than houses have been destroyed on 
account of defects in gas installations. Nor can it be 
admitted, that an electric lighting arrangement in a car- 
riage should be more secure against fire than in a build- 
ing, because it is much more difficult to apply all the 
arrangements in a carriage, the latter being continually 
exposed to motions and shocks while traveling. It is 
well known that a certain number of street cars burnt 
down on account of short circuit and of other defects in 
connection with electric arrangements. But an electric 


as well as the demand to adopt immediately the electric 
lighting system, if they do not want to reproach them- 
selves with badly neglecting the interest of the public. 
Such reproaches and demands serve only for alarming 
the public and for spreading erroneous views. . . . 

To conclude we wish to mention yet that all the ques- 
tions referred to above will soon be discussed thoroughly 
again in the Imperial railroad office between the Govern- 
ments of the German Confederation at the request of the 
Reichs-Kanzler. 


New Repair Shops of the Wisconsin Central Railway at 
Fond du Lac. 


New repair shops have been built by the Wisconsin 
Central at Fond du Lac, Wis., which are modern in their 
design and equipment. These shops are intended to pro- 
vide facilities for making the heavy repairs of all the 
locomotives and cars of the road, where formerly ‘this work 
was divided and done in two shops. The locomotive re- 
pair shop was at Waukesha, and has not been abandoned, 
and the car shop at Stevens Point will be closed as soon 
as the tools are in place in the new Fond du Lae car shop. 
This road has about 900 miles of track and an equipment 
of about 150 locomotives and nearly 10,000 cars. The 
new shop buildings are all of light brick with steel roof 
trusses and posts, and present a fine appearance. In ad- 
dition to side windows, there are numerous skylights and 
windows in the roof, so that in the daytime the shops 
are very light. 

The arrangement of the shops is shown by the general 


plan. It will be seen that this provides for transverse 
shop tracks which are served by a transfer table. The 
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Plan of the Fond du Lac Shops—Wisconsin Central Railway. 


the carriage immediately after the collision, gas was flew- 
ing from. the (perhaps also from = the 
crushed locomotive lamps, the receivers for these lamps 
being placed behind the tender) a crack, and a big flame 


receivers below 


was formed, which seemed to pass through the carriage 
and soon to extinguish, while the fire inside was extend- 
ing, so that after a few minutes tne flames burst forth 
from the roof, the sides and the open crushed windows. 
It may be supposed that the crack was heard soon after 
while the full conflagration burst forth 
about 4 or 5 minutes afterwards; for in the meantime 
some ollicers of the train had been able to approach the 
carriage closely to make attempts at saving, the flames 
not vet hindering them from doing so, and passengers of 
the last carriage, who were not pressed to death, or suf- 
prevented from 


the collision, 


focated by the glowing smoke gases, or 
moving on account of being squeezed in, or seriously hurt, 
had able to save themselves. 
The gas intact with 
the hole pushed in and the torn-off pipes, consequently 
but it is 
mixed 


been 
receivers were the exception of 
an explosion of the receivers did not take place; 
probable that part 
inside the carriage with the smoke gases and atmospher- 
ical air and caught fire at the existing hearth. 

doubt, that) the four 
crushed back compartments of the last carriage, if they 
were not killed immediately they were suffocated within 
the very shortest time. Attempts made to save passengers 
from outside through the windows failed, because they 


one of the escaping gas got 


There is no passengers in the 


were squeezed in between the seats; these attempts were 
made with the third and fourth compartment. The last 
but one carriage had yet received only a little shock, its 
passengers could all reach the open air. Only 15 
or 20 minutes after the collision this carriage was set on 
fire by the other carriage, and only some hours later, when 
the carriage was burnt down, receiver which had 
become red hot, burst open and the escaping gas burned 
within a moment. 


one 


away 

















circuit of higher tension having been used in these cases, 
it is not intended to infer unfavorably from this; at all 
events, before speaking with such certainty of the safety 
of electric train lighting, as it is being done now it ought 
to be proved by continued experience, that it is safe from 
fire. ; 

How the great railroad administrations of all the coun- 
tries think about this, appears clearly from the fact, that 
still in the year 1888 only about 26,000 carriages were 
fitted up with gas lighting (mostly in Germany) while 
at present about 105,000 carriages are running with gas 
lighting on Pintsch’s System only. . . 

The whole question has been discussed thoroughly in 
the meeting of the Electrotechnical Society, held at 
Berlin on the 27th of November last, and it was ascer- 
tained there, that however desirable it may be to make a 
more extensive trial with electric lighting on the Prussian 
State Railways for the purpose of making their own ex- 
periences as to its being to the purpose, it was, however, 
admitted that for the present a general introduction of 
the electric light is out of question and that in considera- 
tion of the experiences made with gas lighting the danger- 
ousness of it is also out of question. 

It was stated on this occasion that the fitting up of the 
trains of the Prussian State Railways with electric light 
would cause an expenditure of 35 or 40 millions, apart 
from the fact, that the existing gas fittings which should 
have to be laid aside, represent a value of about 15 mil- 
lions and for which a lighting system would be taken in 
exchange, which does not offer more but less, and which 
is not cheaper than the existing lighting system, but 
which, with the present state of technic, would present 
almost insurmountable difficulties for the service of 
working. After all this the reproaches, which 
the Vrussian State Railroad Administration was taxed 
with, for not having adopted the electric train lighting 
long ago, and for having thus caused themselves the rail- 
road accident near Offenbach, will fall to the ground just 
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car shops are on one side of the transfer table and next 
the car repair yard. The locomotive repair shops are op- 
posite and the store house is at the head of the transfer 
table and convenient to both car and locomotive shops. 
The roundhouse, coaling station, and clinker pits are 
beyond the locomotive shops. As all the shops are elec- 
trically driven, the buildings are arranged with no special 
reference to the powerhouse. 

A plan of the locomotive shop showing the approximate 
arrangement of the tools is given as well as a cross-sec- 
tion, from which can be seen the arrangement of roof 
trusses and crane supports. This building is a little over 
500 ft. long x 128 ft. wide and the plan permits of en- 
largements. Thus, if ever required, the machine or erect- 
ing shop can be increased from 15 pits to 28 pits by put- 
ting up an extension for blacksmith and boiler shops, and 
using the present blacksmith and boiler shops for erecting 
and machine work. The car shops opposite can, of 
course, be extended in the same direction. 

At present there are 15 pits in the erecting shop and 
three in the boiler shop, all pits being on the side next the 
transfer table. A shop track extends the entire length 
of this building and a similar track connects the machine 
shop and roundhouse. Other means for handling material 
are cranes and hoists. The pits in the erecting shop are 
served by two 30-ton overhead traveling cranes driven 
by ropes, these cranes having been brought from. the 
Waukesha shops. One track for this crane is carried on 
posts along the wall and one track on a row of posts at 
the center of the buildings. The design of the roof trusses 
above these cranes is so modified as to give about 4 ft. 
greater headroom which is suflicient for the uses to which 
these cranes are put; chiefly raising engines for removing 
the wheels and lifting large parts into place. The trans- 
fer table is depended on for bringing materials close to the 
point where they are to be used. On the opposite side 
of the center posts are two 5-ton overhead traveling cranes 
which it will be seen are located to serve the heaviest 
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tools. One track for these cranes is carried by the center 
posts and one track is supported by the roof trusses. 
Beyond, and serving the light tools and benches, are four 
2-ton lifts which can be moved along an overhead track 
suspended from the roof trusses. In addition to these 
eranes running on longitudinal tracks, all the large ma- 
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near the benches. About the only thing which interferes 
with placing machines at any point in the shop is the 
fact that the location must be such that the roof trusses 
will not interfere with the necessary pulleys and belts. 
None of the machine tools in this shop have individual 
motors. 
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Section Through Car Repair Shop. 


chines are served by air hoists for lifting the work in and 
out of the machine. 

In the machine shop there is one main line shaft which 
extends through the roof trusses for the full length of 
the machine shop, being divided into three lengths. Each 
section of the main shaft is driven by a 40 h.p. motor 
mounted on a platform built in the roof truss, and a 
10 h.p. motor drives a short shaft above the tool room, 
this tool room motor also being mounted above. Counter- 
shafts are carried below the roof trusses by hangers. In 
addition to this electrical equipment there are two 30 h.p. 





Section Through Locomotive Repair Shop. 


About the only points of interest not shown by the 
plan of the blacksmith shop are the electric drives and 
the manner of carrying off the smoke from the fires. This 
shop has one 15 h.p. motor, mounted above on the roof 
trusses, which drives a line shaft, from which in turn 
the tools in this shop are driven. Another 15 h.p. motor 
drives the fan which supplies the blast for the forges, 
both fan and motor being mounted in the roof trusses. 
The air is carried down through two mains alongside the 
wall and thence through underground branch pipes to the 
several forges. Above each fire is a large pipe ending in 


93 


machinery at this proposed plant will be electrically 
driven and there will be large storage bins reached by 
conveyors. 

One end of the storehouse is three stories and the upper 
floors are used for offices. The foundations of this build 
ing are so proportioned that additional floors can be added 
if in the future more office space is required. 

In the power house, which furnishes current for power 
and lighting purposes for the whole plant, 
16 x 42-in. and one 24 x 42-in. Allis condensing engine. 
The smaller engine is belted to a 100-k.w. generator, 
while the larger engine drives, by two belts, two 100-k.w. 
generators. The generators and motors throughout the 
plant were furnished by the Milwaukee Efectric Co. The 
boiler plant consists of three 72-in. x 18-ft. 
boilers and there is room for a fourth unit. These were 
furnished by the Milwaukee Boiler Co. In addition to 
the pumps for boiler feeding there is a large fire pump. 
The water for the plant is stored in a large steel stand- 
pipe shown on the plan. The American Blower Co.'s 
system of forced draft is used and the stack is but 20 ft. 
above the roof. 

By referring to the plan it will be seen that there is a 
“locker” house near the shop gate, and in this house the 
workmen change their clothes before they: receive checks. 
Lockers are here provided for storing clothes. and such 
things as workmen usually carry with them into the shops 
and put in out of the way places. Also this building is 
fitted with large lavatories for the men. In this way 


there is one 


cylindrical 
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motors in the locomotive shop, mounted on the roof 
trusses, which drive the fan of the Sturtevant hot air 
heater used in that building. Also there are two 20 h.p. 
motors, mounted above, which are belted to air com- 
pressors on the floor. A compressor is located at either 
end of the building, both delivering air into a common 

































































Plan of Car Repair Shop—Fond du Lac. 


a hood, which rises straight up from the forge; these 
smokepipes are then turned and run into chimneys. There 
are three chimneys for the whole shop and natural draft 
is depended on for carrying off the smoke. 

The boiler shop has three pits, and one cross track 
which connects this shop with the adjacent yard tracks, 





when the men get their checks and go into the shop build- 
ings they are ready to begin work, and in the same way 
they are obliged to change their clothing after their checks 
are delivered yp. The most important feature, however, 
is that fire risks are lessened by keeping lockers and sur- 
plus clothing out of the shop buildings. 
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system of piping and reservoirs. The air reservoirs are 
located above and carried by the roof trusses. The motors 
driving air compressors are regulated automatically. 
When the air pressure falls below the point for which 
the regulator is set, a contact is closed which admits 
current to the motors. When the pressure is raised 
above the desired point, contact is broken through a 
mechanism worked by a small air cylinder and a regulat- 
ing spring. This regulating device has a range of work- 
ing of about 2 Ibs. It will be understood that while the 
electric motors are carried by the roof trusses, all the 
switches and controlling apparatus are on the nearest 
wall and the usual distance from the floor. In grouping 
the machinery, the idea has been to concentrate the heavy 
machine work under the larger cranes, to bring the wheel 
and axle work together and to place the lighter machines 





Plan of Locomotive Repair Shop—Fond du Lac. 


independent of the transfer table. The tools in this 
shop are driven from one line of shafting which, in turn, is 
driven by one 20 h.p. motor. The tools in the car shop 
when installed will be driven by one 15 h.p. motor and 
the fan of the hot air heating apparatus by one 40 h.p. 
motor, all mounted above as in the other shops. The 
transfer table is 70 ft. long and has a capacity for 200 
tons of load. It is driven by one 50 h.p. motor and can 
be moved at a speed of about 5 miles an hour. 

There are 19 pits in the roundhouse with a considerable 
enlargement possible. The turntable is 70 ft. in diam. 
with center bearing only, and this table will be driven by 
a motor. At present the coal handling plant shown on 
the general plan has not been installed, but it is pro- 
posed to substitute a modern plant with mechanical con- 
veyors for the temporary coal wharf now being used. The 


We are indebted to Mr. R. B. Tweedy, Chief Engineer 
of the Wisconsin Central for drawing and to Mr. F. 
Cleaver, Superintendent of Motive Power, and Mr. R. 
R. Bradley, Mechanical Engineer, for information and 
other courtesies extended while visiting th these shops. 


Travel Wetes of | a Colonial ‘Cuinaslesiniied 





Mr. Charles Oliver, the Chief Railway Commissioner of 
New South Wales, lately returned to Sydney after a tour 
through the United States and parts of England and the 
Continent. In an interview he said: 

“IT spent about three and a half months in England, 
something under four weeks in America, and six weeks 
on the Continent. In America IT met a number of prom- 
inent railway men, and saw much of the railways, the 
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principal railway termini and other stations, the rolling 
stock, and track. 

“There are some luxurious sleeping car trains, in which 
spacious accommodation is provided, but to accomplish 
this the weight of the cars has been considerably increased 
and the carrying capacity diminished. For example, the 
sleeping cars weighing up to 65 tons (about 534% tons 


» 
english) carry fewer passengers than cars weighing 35144 
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Cooke Six-Wheel Switching Locomotives—Oregon Short 
Line. 


The Cooke Locomotive & Machine Co. recently built 
for the Oregon Short Line five six-wheel switching loco- 
motives of unusual weight and power. The cylinders are 
21 in. x 26 in., and the weight on drivers 137,300 Ibs. A 


half-tone illustration shown herewith gives a very good 














Heavy Six-Wheel Locomotive—Oregon Short Line. 


tons. Such heavy cars with reduced carrying capacity 
could not be profitably used on our lines under existing 
conditions. There are also very comfortable chair cars, 
but here again increased weight is to be found with de- 
creased carrying Capacity. Generally the New 
South Wales carriage stock compares very favorably 
with that of America, The dining arrangements in con- 
nection with the Pullman trains are, as a rule, good. 

“The system of checking passengers’ luggage is most 
complete, but the checking of tickets en route is very 
trying; it is frequently done in connection with the Pull- 
man car tickets, and the ordinary railway tickets by 
oflicials representing each interest. The goods traffic is 
conducted under conditions differing considerably from 
ours, and invariably full loading for the trucks, which 
are generally of a carrying capacity of not less than 30 
tons, is obtainable. On the American lines no concession 
for loading of less than 12 tons is made, and in many in- 
stances the minimum weight in connection with which 
concessions are made is limited to 15 tons. With us spe- 
cial concessions are made for six ton loads, and our 
average loading is less. This regular flow of full loading 
is the secret of the lower goods rates which prevail in 
America. 

“LT devoted special attention to the wheat traffic and 
the system of elevators. The question of the 
introduction in New South Wales of elevators for dealing 
with wheat in bulk, requires much consideration, as_ it 
would inyolve a complete change in the present methods 
of handling wheat. Local elevators would require to be 
erected in convenient positions adjacent to the railway 
line throughout the agricultural districts of the colony, 
and it would be necessary for the Railway Commissioners 
to make the existing railway trucks suitable for carrying 
wheat in bulk, or to build special wagons for the purpose, 
For dealing with export wheat a central elevator suffi- 
ciently extensive to meet probable requirements would 
have to be erected in a position suitable for loading into 
properly fitted ships. If the wheat for milling purposes 
or home consumption is to be dealt with in bulk all the 
millers would require to provide themselves with elevators. 
It is sometimes alleged that because America conducts 
its wheat traffic in a certain way we should follow it. 
This, however, is not a sound argument, as the circum- 
stances of the two countries are dissimilar, and the 
volume of traflic incomparable. Every detail must be 
studied and the fullest inquiry made as to whether bulk 
carriage is adapted to our circumstances, and would 
prove less expensive than the present system. From the 
American wheat fields on the Pacific coast the produce is 
entirely dealt with in bags. If a proper system of grad- 
ing the wheat were introduced, there is no reason why 
our wheat should not continue to be dealt with in bags, 
at least until such time as the suitability of the elevator 
system to our circumstances is fully assured, and the 
prabable extent of our export trade demonstrated. 

“While in America I arranged for the supply of the 
electrical appliances, machinery, etc.. required for the 
extension of the Ultimo powerhouse. Roughly, the new 
machinery will double the generating power at Ultimo, 
which from being 5,000 hep. will become 10,000 h.p. That 
will meet all contemplated demands. 

“In view of the creation of an Interstate Commission 
in connection with the federation of the colonies, so near 
at hand, I studied the operations of the Board of Trade 
in England, and of the Interstates Railway Commission 
of the United States as affecting the working of the rail- 
ways, but not being aware of the powers which may be 
vested in the Interstates Commission of Federated Aus- 
tralia, | cannot make any comparison with what exists at 
the present time in England and the United States of 
America. The United States Commission seemed to me 
to be purely advisory in its capacity, without power of 
enforcing its determination. 

“During my travels I thought much of the question of 
our mixed gages, and am fully convinced that no further 
time should be lost in taking action on the report made 
some while ago by the Commissioners of Victoria and 
South Australia and myself, with a view to unification at 


ne distant date.” 


idea of the appearance of these locomotives and the gen- 


eral description follows: 


General Description. 
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Name of builder.......... Cooke Locomotive & Machine Co. 
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Boiler, working steam pressure . .180 Ibs. 


Valves 
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The Timber of the Philippines. 


No other country traversed by your correspondent has 
such immense forests of the best hard woods as the 
Philippines. There are said to be about 300 varieties, 
practically all of which are fit for car building, poles 
and ties and general street car work. The preparations 
in progress for starting electric lines in Manila and other 
cities of the islands are planned with a view of using 
the high grade woods of the islands. Saw mills are re- 
quired here more than anything else in the manufactur- 
ing line at the present time. There have been some 
saw mills put in operation near Manila, and preparations 
are in progress for opening some in the vicinity of Lloilo. 
The mills already in operation are kept running day and 
night with three gangs of natives, and the proprietors 
are all making money; but these mills lack modern ma- 
chinery. Just as soon as some first class lumber work- 
ing establishments are opened on the rivers in the vi- 
cinity of the leading towns or cities of the islands, there 
will be great advancement made in the industries requir- 
ing the use of woods. Several syndicates and a num- 
ber of private firms and individuals are making plans to 
operate roads in promising places. There are a number 
of the mining companies here who are now hard at work 
getting rich ores from the mountains. Finding that 
there is no effective means for the transportation of the 
ore to the coast, they are building. narrow-gage roads 
for their own use. In several cases the little narrow- 
gage roads, 10, 20, 30 or more miles long, for private 
use, have turned out to be profitable, as transportation 
is poor in all parts of the islands, and outside parties 
are willing to pay well for the carrying of their wares 
or farm products to the markets. ‘There are several 
places on Panay and the southern islands where the 
owners of mines are making more money from their 
little railroads than from the mine. They handle the 
freight of the community and make a good profit. 

The rosewood species grow in large quantities on 
these islands, the diameter of some logs being fully 9 ft. 
The cost for the native sawyers and the men who handle 
the eutting tools is only 15 to 20 cents a day, and 
therefore the cost of getting out the large boards is 
small. 

There are great forests of mahogany, and the wonder 
is that enterprising men interested in the handling of 
hard woods have not undertaken to get this wood be- 
fore. Even now there are practically no operations in 
progress in the mahogany forests. Some one is going to 
get rich in the numerous islands as soon as he under- 
takes to cut and sell this wood or ship it to other ports. 
The mahogany of the Philippines is noted for the im- 
mense size of the trees, some of them being larger in 
diameter than the rosewood trees. The writer called 
upon one of the parties interested in the little, frail, one- 
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horse and practically useless narrow-gage freight line 
running between the mines and the city of Santa Bar- 
bara on the island of Panay, and was served with choco- 
late at a table with a mahogany top 10 ft. in diameter. 
Mahogany boards were used for the bottom and sides 
of some of the old cars of the road. 

There is a wood grown in the forests here which closely 
resembles bird’s-eye maple. It takes as good a polish 
as the best of rosewoods, and looks well. This would 
be good for head linings of cars. It can be had in large 
quantities in the foot hills of Luzon, Panay and several 
of the other islands. It seems to have good wearing 
qualities, and therefore might do for car platforms and 
floors. 

The impression has gained ground in the United States 
that there are no pine woods here. The probable reason 
for this is that the numerous hard woods attract most 
attention, and the soft woods are lost sight of. Your 
correspondent passed through several valleys on the 
southern islands in which there were an abundance of 
pine forests. In some of these pine torches that burned 
just as they burn in the pine forests of Maine and 
Georgia were used. One party from South Carolina de- 
sired to locate pine forests with a view of working some 
of these woods later on and shipping the lumber to other 
ports. They found that there were numerous forests 
of pine woods in the islands of the southern section of 
the archipelago. 

Another wood appeared to be enough like cherry to be 
called by the same name. The species of cherry grown 
here would be suitable for car work. The wood grows 
chiefly in the rough mountainous sections, and is hard 
to get at. In making a trip over the hills in order to 
reach large forests of the cherry-like wood, it was neces- 
sary to leave the horse and take to narrow trails that 
ran along the crest of such narrow ranges that one could 
look down for thousands of yards on either side. It 
seemed much like walking from one great hill to another 
on a tight rope. The native guides led us along these 
trails, and when we arrived at the forests we were well 
repaid for the trip. The woods were tested and found 
to be of a reddish, yellow tinge, close grained and well 
suited for car trimmings. The trees were mostly of low 
growth, quite large in diameter for the height, and the 
bark rough and heavy. 

The so-called aranga woods are notable for the great 
height to which they grow, and in the case of street rail- 
road lines they could be used for poles. Good poles are 
made by the natives, nearly 100 ft. long and 25 in. in 
diameter, almost perfectly straight. The wood is hard, 
and requires considerable labor to work it. But, as sug- 
gested above, the labor element does not count for very 
much. The aranga woods are much used in shipbuild- 
ing, as the fiber withstands the attacks of worms and 
other pests of the kind with which the country abounds. 

Acle wood, which does not seem to fit into any par- 
ticular class, apparently has the power of resisting fire 
for a greater length of time than one would suppose. 
This wood is of the hard class, and is used considerably 
for flooring in houses. When once ignited, the burning 
is very slow. The wood takes a good finish, and has 
some of the features of hickory, except that it is much 
darker in color, but will polish to a fine surface. 

The sapan woods are used freely by the dye-wood 
firms of the country. There are a great many natives 
employed in the collecting of this wood from the jungle, 
and nearly all of it is shipped into other countries. It 
makes a good reddish dye for coloring fiber, yarns and 
fabrics. The color is rich and fast. The natives load a 
ship or steamer by floating rafts of the wood to the side 
of the vessel, and the waters of the sea are colored a 
deep red by the dye matter that soaks from the wood. 
This wood would be serviceable for ties. 

There is a wood grown here that is so hard that the 
Americans ¢all it bullet wood for want of a better name. 
The Filipinos use this wood for nails in house building. 
The nails are pins about 5 in. long, tapered. This wood, 
if subjected to the action of a wearing surface, seems 
to take a hard, iron-like polish that withstands frictional 
wear. The story goes that the insurgent army have 
used this wood for bullets. . 

The owners of the large tobacco plantations on the 
islands also do quite an extensive trade in box cigars, 
and many of the proprietors employ gangs of natives to 
go into the forests to cut and bring into town the cedar- 
like wood for making cigar boxes. This cedar wood 
grows about 40 ft. high and from 2 to 3 ft. in diameter. 
It would be very easy to cut and make this wood salable 
with the proper equipment of American tools. 

The next question to consider is the means of getting 
at these woods. They grow in forests in nearly all of 
the islands of the archipelago, and about all one needs 
to do is to go to any of the capital cities of any of the 
islands of the group and make known to the United 
States military commander his intentions to prospect for 

valuable woods. The commander will provide charts 
and explain how one or more guides can be obtained. 
Then it will be necessary to secure transportation. This 
may be had by hiring a bull cart to carry you over the 
roads as far as road traffic is possible, and after that 
it will be necessary to hire horses and go mounted until 
the rougher ranges are reached, when it may be neces- 
sary to go afoot. R. 


Since the above letter from Manila was put in type the 
special report of the Secretary of War has been made 
public. From it we take a few paragraphs bearing on 
the railroad and industrial development of the islands. 
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“The report shows that the islands are estimated to con- 
tain about 73,000,000 acres of land, of which less than 5,000,- 
000 are held in private ownership, leaving in public lands 
over 68,000,000 acres; that this land is for the most part ex- 
ceedingly fertile, well watered, adapted to the raising of a 
great variety of useful crops, much of it covered by the most 
valuable timber, with extensive deposits of gold, of copper, 
of high-grade iron and of excellent coal; that more than a 
thousand mining prospectors, chiefly Americans, are already 
scattered throughout the islands, waiting for the enactment 
of some law under which they may acquire rights to mining 
claims covering their discoveries of mineral; that the public 
lands have never been surveyed, and no facilities have been 
afforded for the Filipinos to acquire title, and that from 
200,000 to 400,000 of the natives are now living as squatters 
on these lands, waiting for some homestead or settler law 
under which they may become owners of the land they till, 
or still other lands; that capital is waiting ready to inaugu- 
rate the enterprises which shall develop this vast natural 
wealth, but there is no authority under which railroads or 
other means of communication can be constructed to get 
products of the lands to the markets; that the building of 
fifty-five miles of railroad already surveyed would throw 
open to the inhabitants of the islands, as an unsurpassed 
health resort, the high tableland of Benguet, in northern 
Luzon, free from tropical vegetation, with forests of pine 
and with the cool and invigorating climate of the northern 
temperate zone, but there is no law under which the railroad 
‘an be built; that under all its disadvantages business has 
increased, and the customs received are mof¥e than double 
the amount collected by the Spanish Government from the 
same source, but that business is hampered and endangered 
by the searcity of currency, and there is no law under which 
currency can be supplied from either public or private 
source. 

“The army has brought the Philippines to the point where 
they offer a ready and attractive field for investment and en- 
terprise, but to make this possible there must be mining 
laws, homestead and land laws, general transportation laws, 
banking and currency laws. 

“The great agency to bring industrial activity and awak- 
ened enterprise and prosperity and contentment to the coun- 
try of the Philippines must be not a military government, 
but the same kind of individual enterprise which has built 
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on engine of long wheel base there is also an element of 
danger in respect to derailment on curves of over 7 deg. 

There exists a preference for the drop or swing 
coupler, probably to remove the possibility of striking 
stock, which we do not particularly favor, for the reason 
that the construction of these couplers is such that to ob- 
tain suflicient strength for double-heading makes them 
unwieldly, and the pilot generally unsightly, and the in- 
vestigation of the committee in respect to casualties oc- 
casioned by stock being knocked down by the bullnose 
type of drawbar does not show them sufficiently numerous 
to warrant the assumption that the bullnose or rigid 
coupler is objectionable. 

The most desirable form of coupler for double-heading 
would consist of the standard automatic coupler, with 
the buffer block and yoke as per M. C. B. drawing No. 11, 
for both pilot and tender, the details of attachment to 
tender or pilot to be such as the height of the engine and 
tender might require to maintain the standard height; 
the question of vertical and lateral motion to be deter- 
mined by the topography and curvature of the particular 
locality in which the device is used, but in general it is 
the opinion of the committee that the flexibility allowed 
as per M. ©. B. recommended practice, drawing B will be 
found sufficient. 


A Railroad Scene at Little Falls, N. Y. 


Mr. W. J. Wilgus, Chief Engineer of the New York 
Central, has discovered, among a collection of prints made 
by his father, two copies of an interesting engraving 
which is here reproduced, about one-half size, and made 
comparable with a present day photograph. One of these 
valuable old prints has been presented to the New York 
Transportation Club. The original title, and its date 
1838, is copied in the reproduction, but we fail to show 
the fine quality of the original drawing and engraving. 

The locomotive shows a walking beam with four con- 
necting rods to the drivers, but it is apparent that the 


95 
Grade Crossing Problems in Cleveland. 


The problems involved in the project to abolish all of 
the grade crossings in the city of Cleveland, Ohio, have 
lately been examined by a special committee of five per- 
sons, of whom J. H. Sheadle is Chairman, and this com- 
mittee has made a report to the Cleveland Chamber of 
Cemmerce. The report is a model of clearness and sim- 
plicity. There are 185 grade crossings in Cleveland, 
and they are to be found on the lines of seven different 
railroads. Seventy-eight of the crossings are in streets 
on which traffic is not heavy. The committee sought in- 
formation at the principal cities where grade crossings 
have already been abolished, and brief statements of past 
and present conditions at Chicago, Boston, Philadelphia, 
Butfalo and Rochester are given. 

Discussing the value to the railroads and to the public 
of the abandonment of a grade crossing, the committee 
vives exact figures of the traflic for a day at certain se- 
lected crossings in Cleveland, showing the cost of the bur- 
den on pedestrians, vehicles, cars and passengers by the 
delays at the crossings. At one street, where a thousand 
pedestrians, a thousand vehicles and 400 street cars pass 
in a day, it was found that 8S trains blocked the crossing 
two hours and 56 minutes, equal to two minutes for each 
train, and street cars which arrived when no steam rail- 
road train was due and therefore did not have to wait, 
were hindered, on the average, 40 seconds each trip, in 
consequence of the necessity of slackening speed. To 
compute the value of the time lost by people at crossings 
the report estimates the value of the time of persons at 
$1 a day each, and of vehicles at $5 a day; and on this 
basis it is found that the delays at Detroit street crossing 
cost the public $7.37 a day. In addition to this the delay 
of 40 seconds each to all the passengers in street cars 
makes an additional cost of $7.12. Thus in a year of 365 
days the value of time wasted is $5,298, which is equal to 
about 5 per cent. on $106,000. This sum the city could 
afford to spend to abolish the crossing. At other crossings 




















W. H. Bartlett. Railroad Scene at Little Falls. 


(Valley of the Mohawk ) 
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London: Published for the Proprietors by Geo. Virtue, 26 Ivy Lane. 1838. 


up our own country. With increased activity of individual 
enterprise and business will come the greater revenues neec- 
essary for the performance of the proper duties of civil gov- 
ernment, for harbor improvements and paved and sewered 
streets and passable highways and adequate schools and ef- 
fective police.”’ 


Couplers for Double-Heading. 


At the August meeting of the Southern and Southwest- 
ern Railway Club a committee report on this subject was 
received. In reply to some fifty circulars of inquiry sent 
out, ten replies and as many blue prints were received. 
The report follows, somewhat condensed : 

None of the makers of automatic couplers for front 
end of engines or back of tenders, have supplied the wants 
of the service. As we think it necessary to have a more 
elastic and flexible coupler than designed by the manu- 
facturers, so arranged that there will be a limited vertical 
and lateral motion, to prevent the excessive wear of the 
knuckles and guard arm on couplers, and at the same 
time admit a freer motion of the engine. 

Where double-headers are used there is a constant 
vertical and lateral motion of the long consolidation en- 
gine, which is very noticeable at the coupler. The semi- 
rigid type of coupler has the tendency to shear the cylin- 
der saddle holt through the frame, break the front frame 
casting, wrench the pilot beams, breaking the pilot knees, 
alse breaking the stays and shearing the bolts in coupler 
attachment, contributing to engine failures, and fraught 
with great dangers by dropping drawheads on the track, 
also the excessive friction on the flanges of engine truck, 
inviting derailment and disaster. 

The solid casting for the rear of the tank, used ex- 
tensively throughout our territory, is entirely too rigid, 
which invites excessive strains, causing the casting to 
break in such manner that no repairs can be made, 
necessitating replacement at too great a cost; where used 


artist drew somewhat on his imagination and re-designed 
the locomotive in some respects. The boiler, of elliptical 
section, suggests a wine cask, supported by a wooden 
floor, and this was probably the artist’s idea of it, as the 
original indicates chimes and hoops quite clearly. The 
only available information we have of the locomotives 
then in use on the Utica & Schenectady Railroad is the 
following report made by the President for the Secretary 
of the Treasury: 





“Albany, Oct. 9, 1838. 

“Sir:—Your circular of the 16th of July last was received 
by me a few days ago. In answer to your inquiry I have to 
state: Ist. The Utica & Schenectady Railroad Company 
have in use twelve locomotive engines. 2nd. The names 
are, Nos. from 1 to 12. 38rd. The power or class is 914 tons 
of high pressure. 4th. Constructed by M. W. Baldwin, of 
Philadelphia, in the years 1835 to 1836. 5th. Have been 
used, Nos. 1 to 4, 26 months; Nos. 5 to 8, 18 months; Nos. 
9 to 12, 6 months. 

“We have in our shop two stationary high pressure en- 
gines, one of five and the other of ten horse power, which 
have been used for two years. 

“IT am, with much respect, your obedient servant, 

“WRASTUS CORNING, 
“Pres. Utica & Schenectady Railroad.” 

“TI. Hoyt, Esq., Collector.” 

No. 1 was the twenty-eighth locomotive built by Mr. 
Baldwin, and was tried April 26, 1836. No. 7 was af- 
terward sold to the Galena & Chicago Union Railroad, and 
became the pioneer locomotive of the Chicago & North- 
western Railway. 

The Baldwin Locomotive Works have no drawing or 
print or dimensions of these locomotives, other than that 
the gage was 4 ft. 8% in. The correctness of the drawing 
of a standard roadbed of 1838 cannot be guaranteed, and 
the English fallow deer in the foreground are not native 
here, nevertheless the print is an extremely interesting one. 





In November the Simplon tunnel was excavated 755 


ft., making the total penetration 23,004 ft. 


Little Falls, N. Y. C. & H. R. R. R.,, 1900. 
From a Photograph. 


the loss of time is greater. Of the present crossings, 29 
are used by street railroads: to abolish these would cost 
five million dollars. At 29 others, not used by street 
railroads, the cost would be three millions. By assessing 
$875,000 on the street railroads and 65 per cent. of the 
total on the steam railroads, it is calculated that the city 
would have to spend less than two millions to get rid of 
these 5S crossings. 

The committee recommends that a law be passed re- 
quiring street railroads to pay at least 25 per cent. of the 
cost of abolishing crossings which they use; and that the 
Legislature authorize the appointment of a grade cross- 
ing commission consisting of the Governor, Auditor and 
the Commissioner of Railroads, to have power to order 
crossings abolished where cities and railroads do not 


agree. 
Foreign Railroad Notes. 


The Italian Society for the Study of Malaria has made 
arrangements with the three great railroads of the coun- 
try by which attempts will be made to protect the em- 
ployees who live in the chief fever districts, which are 
among the worst in the world, by providing their houses 
with mosquito nets, which is said to have been very ef- 
fective where tried last year. Stations for the study of 
malaria will be established in some of these fever nests, 
and provision made for the examination of the blood of 
those attacked by malarial diseases. 





The chimney sweep is an unknown animal, or nearly so, 
in this country, though we have all read about him. He 
is sufficiently numerous in Germany to have caused special 
regulations for his transportation, when in his working 
clothes. These clothes are so soiled that even fourth-class 
passengers object to being brought into contact with them, 
and the result is that the sweep is to be consigned to the 
baggage car, where the baggageman will doubtless teach 
him to keep his distance. 
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EDITORIAL ANNOUNCEMENTS. 


CONTRIBUTIONS—Subscribers and others will ma- 
terially assist us in making our news accurate and com- 
plete if they will send us early information of events 
which take place under their observation, such as 
changes in railroad officers, organizations and changes 
of companies in their management, particulars as to 
the business of the letting, progress and completion of 
contracts for new works or important improvements 
of old ones, experiments in the construction of roads 
and machinery and railroads, and suggestions as to 
its improvement. Discussion of subjects pertaining to 
ALL DEPARTMENTS of railroad business by men prac- 
tically acquainted with them are especially desired. 
Officers will oblige us by forwarding early copies of 
nolices of meetings, elections, appointments, and espe- 
cially annual reports, some notice of all of which will 
be published. 


ADVERTISEMENTS—We wish it distinctly understood 
that we will entertain no proposition to publish any- 
thing in this journal for pay, EXCEPT IN THE ADVERTIS- 
ING COLUMNS. We give in our editorial columns OUR 
OWN opinions, and these only, and in our news columns 
present only such matter as we consider interesting 
and important to our readers. Those who wish to 
recommend their inventions, machinery, supplies, finan- 
cial schemes, etc., to our readers, can do so fully in our 
advetising columns, but it is useless to ask us to 
recommend them editorially either for money or in con- 
sideration of advertising patronage. 





During the month of January, we noted in our news 
columns orders for 11,979 cars and 329 locomotives, 
which may be compared with 5,524 cars and 165 loco- 
motives ordered the same month last year. This 
would seem to indicate that car and locomotive busi- 
ness is holding up well. The number of cars ordered 
in December was about the same as in October. That 
Was the best month of the year up to that time, and 
in November orders for about 20,000 cars were noted 
and in December 18,000. The number of locomotives 
ordered last month was only exceeded twice last year, 
March with 880 and December with 429. 
these were exceptionally good months for 
locomotive builders. The January car orders are di- 
vided as follows: Box, stock and refrigerator cars, 
6,621; coal and ore cars, 4,870; flat cars, 128; tank 
cars 168 and passenger cars 179. 


namely, 
Both of 


cars, 18; ballast 
Of the locomotives, 118 were for passenger, 200 for 
freight and 11 for switching service. 


Great railroad combinations are now commonplace 
and the public refused to be startled by the greatest 
one yet, Which was announced last week, namely, the 
purchase of the Southern Pacific by the group known 
as the Harriman Syndicate. It was a colossal finan- 
cial transaction. The outstanding stock of the South- 
ern Pacific is $197,852,148. The control of this has 
changed hands, but just how much stock has been 
transferred or at what price we cannot say. The 
daily papers guess that anywhere from $40,000,000 to 
$70,000,000 imust be paid for the stock bought, but 
they can only guess. Furthermore, the exact com- 
position of the syndicate is not yet made public, but 
Mr. &. H. Harriman is apparently the chief figure. 

This much we can safely say: The control of the 
Southern Pacific has passed to a small number of 
gentlemen who also control the Union Pacific, the Chi- 
cago& Alton, and the Kansas City Southern, and who 
influence strongly, if they do not actually control lines, 
all the way to the Atlantic. Thus harmonious work- 
ing is assured among certain eastern trunk lines, cer- 
tain middle western lines and two of the great lines 
to the Pacific, and this is a tremendous step in the 
process of consolidation. We do not need to say that 
we judge that this step is in the interest of the public 
as well as in the interest of the railroads, although 
the event will supply additional ammunition for the 
Interstate Commerce Commission in its campaign for 
complete control of the railroads. Undoubtedly, these 
great combinations may do much harm, and, on the 
other hand, they may do much good, depending upon 
the wisdom with which they are handled. But we 
are willing to assume for the present that the good 
will considerably outweigh the harm. It is not im- 
possible that eventually the great concentrated power 
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may be so badly used (as this power becomes more 
secure and complete) that the combinations will break 
down through the bad management of those who con- 
trol them. This, however, is probably some years in 
the future. 

It is not accurate to say that the Union Pacific has 
acquired control of the Southern Pacific. The most 
that we can say is that the control of these two prop- 
erties is now in the same hands, but so far as we can 
learn their organizations will remain essentially as 
they are now for administrative and operating pur- 
poses. It would seem to be logical that the Central 
Pacific should be added to the Union Pacific and the 
line from Omaha to San Francisco worked as a unit 
with one operating head and staff. We have heard 
no hint that such is the policy of the new owners, but 
merely suggest it as a reasonable thing to look for- 
ward to. The strong and intelligent management of 
the Union Pacific is making remarkable improvements 
in that property and the nation would be benefited by 
extending the same far-sighted policy over the Central 
Pacific; but it must not be inferred from this that the 
Southern Pacific people have been standing idle while 
so many of the other great roads have been improving 
their physical condition. On the contrary, in recent 
years the Southern Pacific has been made highly 
efficient, but no such radical changes in grade and 
line have been made as are now in progress on the 
Union Pacific. 

The change does uot affect the relations of the 
Union Pacific at its eastern end. It connects at 
Omaha with the Chicago & Northwestern, completing 
the shortest line between Chicago and San Francisco. 
It has been suggested that the Chicago & Alton, a 
Harriman road, will replace the Chicago & North- 
western. But the Alton joins the Union Pacific at 
Kansas City, making a longer line and, besides, the 
Chicago & Northwestern is now represented in the 
directorate of the Union Pacific and there is some 
community of ownership. These conditions do not 
appear to be changed by the change of control of the 
Southern Pacific. 

The Southern Pacific Company now operates directly 
5,885 miles of road, besides 1,655 miles which are 
controlled but operated independently, making a total 
of 7,540 miles. In addition there are 2,064 miles be- 
longing to a number of affiliated lines, in all of which 
the Southern Pacific has a controlling interest. These 
make a grand total of 9,604 miles of road owned, 
leased and affiliated, besides the steamships owned, on 
the Atlantic and the Pacific. The control of the sys- 
tem is vested in the Southern Pacific Company, organ- 
ized in 1884 under the laws of Kentucky. The author- 
ized capital stock is $200,000,000, of which $197,832,148 
is outstanding. The company proper has $46,176,500 
bonds outstanding. Of these $17,358,000 are on steam- 
ship property and the remaining $28,818,500 are issued 
against the stock of the Central Pacific and represent 
the company’s ownership of that property. The out- 
standing bonds of the proprietary companies, at last 
report, were about 139% million dollars, besides over 
75 millions outstanding in bonds and notes against 
the Central Pacific. 

Should the Central Pacific be separated from the 


rest of the system and united with the Union Pacific, 
it will add 1,354 miles to that system. Including the 


lines of the Oregon Railroad & Navigation, 1,136 
miles, and the Oregon Short Line, 1,481 miles, the 
Union Pacific now operates 5,556 miles, which, with 
the Central Pacific mileage, would aggregate 6,910 
miles. 


Concerning Railroads in Cuba and the Philippines. 


We wrote lately of the railroad situation in Cuba 
and of its overwhelming importance in the develop- 
ment of that unhappy island. Since that writing the 
Secretary of War has said something about railroads 
in the Philippines. He says that “capital is waiting, 
ready to inaugurate the enterprises which shall de- 
velop this vast natural wealth, but there is no author- 
ity under which railroads ... can be constructed to 
get products of the land to market. The building of 
45 miles of railroad already surveyed would throw 
open to the inhabitants of the islands as an unsur- 
passed health resort the high table lands of Benguet, 
in Northern Luzon . .. with the cool and invigorat- 
ing climate of the northern temperate zone, but there 
is no law under which the railroad can be built.’’ It 
is quite possible that in 10 years or less the United 
States could save the cost of this railroad in the 
health and lives of officers, soldiers and sailors alone, 
but there is no law under which it can be built, and 
so enterprise stands with hands tied. 

The Philippines are important, but Cuba is vastly 
more important to us. At our doors lies this land 
ready to burst into prosperity if only cheap and 


abundant transportation can be provided; for it goes 
without saying that the conditions which will make 
investment in railroads attractive will make other 
investments attractive. We pointed out on Jan. 25 
one way in which the present policy and law dis- 
courage railroad building there. 

These two fields lie ready—Cuba certain to be 
profitable, the Philippines attractive at least, if 
worked judiciously, both waiting for the word from 
the Executive and Congress of the United States. But 
what is the word to be; when is it to be spoken? A 
Washington despatch says that “the opinion seemed 
general among them [the Senators] that Congress has 
nothing to do with the constitution proposed and 
adopted by a free and independent people such as the 
Cubans have been declared to be ‘of right’.”. On the 
other hand, an intelligent correspondent, far from 
being an “Imperialist.” writes from Havana: 

“News telegrams from the United States were published 
stating that Washington had definitely declared its intention 
to get rid of Cuba by endorsing the new Constitution, and 
by turning the government of the island over to new au- 
tLorities immediately. Commercial Havana was in conster- 
nation, and planters stood aghast. In spite of all the talk 
which has been made about Cuba free and independent, in 
absolute control of its own affairs, there is no question that 
few Cubans have at all expected to see a day of unabridged 
Cuban sovereignty, and it is also very doubtful if more than 
a small minority really desire that day. I think it beyond 
question that the force of the absolute independence move- 
ment has been greatly overestimated in the United States. 
Information which comes through reliable private channels 
in Washington leads me to the acceptance of the statements 
that Washington purposes the keeping of its pledge at an 
early day. The immediate effect of the decision is quite 
likely to be a seriously disturbed period. The way in which 
these recent despatches have been received is decidedly in- 
teresting. Dismay and incredulity are the notable features 
among the merchants and property owners. Some, among 
them one of the heaviest bankers in the city, flatly refused 
to believe that the United States purposes any recognition 
of an absolute Cuban independence. Others eagerly discuss 
the question of the security of foreign interests. A leading 
politician, one of the stoutest supporters of the independ- 
ence party, received the news with the comment, ‘Well, the 
sooner you go, the sooner you will come back.’ On the 
whole, I should say that the attitude of the public in Havana 
is one of incredulity. For varying reasons, they cannot or 
will not believe that a real and unadulterated independence 
is even now a probability.”’ 

We do not pretend to say what ought to be done or 
what might be done. We do not feel well informed 
enough to have a settled opinion, much less to ex- 
press one, on matters so complicated and so far re- 
moved from the little circle of thought and knowledge 
in which we work; but it seems obvious enough that 
it is unfortunate that something is not done. The 
costly process of subjugating the Philippines is pro- 
longed by the delay to set in motion the machinery of 
industrial enterprise along the lines which it may 
safely follow for years to come. The systematic de- 
velopment of ways of transportation in Cuba, with 
all that such development means for Cuba is delayed 
and made more costly by the ureertainty as to our 
policy. It is pretty safe to speculate on the theory 
that money honestly invested in Cuba now, with the 
implied approval of our Government, will be pro- 
tected by our Government later, if that should be 
necessary; but no business man will buy either a law- 
suit or a war on a four per cent. basis. Possibly it 
might be wholesome to say now in some formal 
official way that the United States will insist on a 
liberal policy towards investors in railroads and other 
large enterprises in Cuba, and will insist also on per- 
fect good faith toward them. This would be an 
unusual, possibly an undiplomatic, proceeding, but it 
would be only saying out loud what everyone knows 
must be recognized sooner or later. But there .can 
be no question as to the Philippines. It is too late to 
think seriously of leaving these islands and the sooner 
we begin building railroads there the sooner we shall 
establish peace and prosperity.. We sometimes think 
that the Cuban politician was right who said ‘the 
sooner you go the sooner you will come back,” but in 
the Philippines there is no question of going. 

Perhaps the moral of all this to the railroad man is 
to stir up his friends and representatives in Congress 
to a sense of the imminent importance of taking a 
little time to think seriously about two of the most 
serious questions now before the nation. On their 
speedy and wise settlement hang great interests,—pos- 
sibly even another war in Cuba. 


The Speed of Express Trains in Europe. 


In an article in the Archiv fiir Hisenbahnwesen, Mr. 
W. Schulze makes a study of fast railroad trains in 
Europe which is exceptionally complete and ought to be 
authoritative, as it is based on the time-tables of the rail- 
roads of the several countries. On few subjects do more 
erroneous opinions prevail. Any extraordinary perform- 
ance, though by a single train and for a moderate dis- 
tance, is heralded around the world; and the country in 
which it occurred is credited with having the fastest serv- 
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ice in the world, when in fact 99-100ths of its trains 
may be comparatively slow. 

Until very recently, both the highest speeds and the 
average speeds of trains were so much faster in England 
than in any Continental country that comparisons were 
hardly thought of. Of late years, however, speed has been 
greatly increased on many German trains and still more so 
on French expresses, and the impression seems to be gen- 
eral that England has fallen behind, as indeed it has in 
the sense that it no longer has the train with the greatest 
speed. 

Mr. Schulze has aimed to show the speed of the fastest 
trains on all considerable lines of all limited trains (trains 
de luxe), and of all trains which run 90 kilometers or 


more without stopping, in all European countries. His 
16 pages of tables give the termini, distance, starting and 


arriving time, time of trip between termini, number -and 
duration of stops, actual running time and speed per 
hour of trains over 46 routes in Germany, 80 in France, 
13 in Great Britain, 21 in Austria Hungary, 11 in 
Russia, 7 in Switzerland, 13 in Italy, 5 in Spain, 4 in 
Sweden, + in Roumania, 3 in Portugal, 3 in Denmark, 3 
in Norway, 5 in Belgium, 6 in Holland, and 1 each in 

In many 


Bulgaria, Greece, Servia and Turkey. 

the data are given for several trains over the same route. 
From these tables it appears that the fastest train in 

each of the several countries has the following speed, in 

miles per hour: 
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Fastest lrains in Europe. 
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The longest runs without stopping are in France; 
Dax-Bordeaux, 92 miles, at 58.1 miles per hour (lessened 
since the accident near Dax) ; Angouléme-Bordeaux, ST 
miles, 57.8 miles per hour (the same train as above) ; 
-aris-St. Quentin, 96 miles, 56.3 miles an hour; Paris- 


Arras, 120 miles; 55 miles an hour; Paris-Amiens, 81 
miles, 54.2 miles an hour; Dijon-Laroche, 100 miles, 52 
miles an hour. At speeds a little less than 50 miles an 


hour runs of 148 miles and 148 miles are made without 
stopping. 

In England the run at fastest speed (54.5 miles per 
hour) is between Grantham and York, 83 miles; but runs 
of 120 miles (Bristol-London), 127 miles (London-Not- 
tingham), 141 miles (Crewe-Carlisle), and 158 miles 
(London-Crewe) are made at speeds exceeding 50 miles 
an hour. 

In Germany the highest speed (51.1 miles per hour) is 
made in a run of 99 miles between Wittenberge and Ham- 
burg, and the longest run without a stop is 124 miles, 
between Munich and Nuremburg, at 41 miles an hour. 

The long runs without stop of other countries are 
less important: TS miles in Belgium, 85 in Holland, 85 in 
Austria, 65 in Russia, 90 in Italy and 57 in Switzer- 
land are the longest. 

The fastest train in Europe at the time these data were 
compiled was the French part of the limited Paris- 
Madrid train known as the “Southern express.” It ran 
the miles from Paris to Bordeaux at the average 
speed of 56.7 miles per hour. Since the accident to this 
train near Dax the speed over part of the French route 
has been reduced, but perhaps not between Paris and Bor- 
deaux. Vassengers on this train pay 50 per cent. more 
than the regular first class express fares. This is much 
the fastest “train de luxe” of the International Sleeping 
Car Co. No other reaches quite 50 miles per hour. 

The new very fast expresses in France as a rule carry 
only first Class passengers, which in a country where nine- 
tenths of the travel is in the lower classes is a serious 
limitation; but this practice is much older than the high 
speeds, and has been followed with trains running less 
than 35 miles an hour. On the fastest trains of nearly 
all other European countries second class passengers are 
taken, and third class on not a few. For instance, between 
London and Neweastle, 272 miles, there are four expresses 
running more than 50 miles an hour, which carry all 
classes of passengers, besides five other fast trains, at 41 
to 48 miles an hour, also carrying the three classes. From 
Berlin to Hamburg, 178 miles, the fastest train, 50 miles 
an hour, carries three classes; two others with very nearly 
the same speed, two classes: and four other trains, 386 
to 454% miles per hour, three classes. Now from Paris 
to Marseilles the two fast trains (4S and 49 miles per 
hour) carry only first class passengers; the two expresses 
which carry the second as well as the first class run 381% 
and 41 miles an hour; while the 1our trains open to all 
classes run from to 85% miles an hour. The Paris- 
Bordeaux route has, besides the Southern express, two 
expresses with first class cars only, one making the trip 
in 7 hours 5 minutes, the other in 8 hours 384 minutes. 
The second and third class passengers by four other 
trains must spend from 9 hours 50 minutes to 10 hours 
minutes on the road—40 to 42 miles an hour. The 
Paris-Calais fast expresses carry two Classes; and one 
train carrying third class runs 44144 miles an hour (the 
fastest express 53). If the average speed is taken of 
what are called express trains on any one route, the 
English road is far in advance of any French line (48 
miles average between London and Neweastle, 48 miles 
Paris-Bordeaux, 3914 Paris-Marseilles, 48 Paris-Calais, 
44%, Berlin-Hamburg, 41 Berlin-Cologne). 

The speed of trains in the different countries seems to 
have been chiefly developed according to their several ne- 
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cessities, though customs once established have doubtless 
often been followed long after the circumstances had 
changed. Germany in the early days of its railroads can 
hardly be said to have had any great trade centers; but 
places of considerable importance were not far apart. To 
run a train 200 miles without stopping at every town 
of 10,000 inhabitants would have been thought an out- 
rage, and the through travel was seldom large enough to 
justify long runs without stops, which alone makes very 
high speed practicable. But things have changed, and be- 
tween such places as Berlin, Hamburg, Cologne, Frank- 
fort, etc., there is a very large movement of passengers, 
and the whole growth of travel has been such as to war- 
rant special fast trains for the large places while fully 
accommodating the travel of the intermediate stations by 
Engiand from the first had great cities with 
France lies across several great 
slow to accommodate 


other trains. 
a large through travel. 
travel routes, which it has been 
properly; but lately has been making up for lost time. In 
this country we have had to begin at the bottom and have 
developed the greatest variety of circumstances, with 
one till lately peculiar to ourselves—tremendously long 
routes. And while we have some of the fastest trains of 
the world, the great majority run at so moderate a speed 
that the average, if ascertained (which perhaps might 
be easily done in a year’s work over the Official Guide) 
would probably astonish the average man. 


The Southern Railway and the Mobile & Ohio. 


Announcement was made last week that arrangements 
are being perfected for the control of the Mobile & Ohio 
by the Southern Railway. The Mobile & Ohio has out- 
standing $5,320,600 of capital stock, of which $4,955,800, 
or over 93 per cent., is controlled by the holders of the 
general mortgage 4 per cent. bonds (89,472,000 outstand- 
ing). The Southern Railway proposes to take up these 
bonds by issuing its own securities and so to acquire 
control of the road. The proposition hangs upon the 
deposit of more than a majority of the bonds for exchange 
into new Southern Railway securities and the offer is 
limited to March 1, 1901. The Southern will exchange 
stock trust certificates for present Mobile & Ohio stock, 
guaranteeing dividends at + per cent. per annum gold, 
except that the payment for the first year from April 1, 
1201, shall be 2 per cent., and for the second year 3 per 
cent. Deposited general mortgage bonds are to be without 
the coupon of March 1, 1901, and the new securities ex- 
changed for them will be collateral trust gold bonds of the 
same amount, principal and interest, and payable on the 
same dates. The directors of the Mobile & Ohio have 
recommended to security holders the adoption of the 
proposition and there is reason to believe that enough will 
accept to make the plan operative. Though earnings have 
been considerable in recent years, no distribution of divi- 
dends has been made to Mobile & Ohio stockholders ex- 
cept 1 per cent. paid in February. 1898. 

The Mobile & Ohio is an old road; its first charter, ob- 
tained in Alabama, dates back to Feb. 3, 1848. Subse- 
quently charters were obtained in Mississippi, Tennessee 
and Kentucky. ‘The company received a land grant under 
the act of Congress of Sept. 20, 1850, the first railroad 
land grant made by national legislation. Tse main line 
was opened from Mobile to Columbus, Ky., 472 miles, 
in September, 1859. The extension to East Cairo, IL, 
21 miles, was opened Noy. 1, 1881. On Feb. 1, 1886, the 
St. Louis & Cairo, extending the line to East St. Louis, 
Ill.. 151.6 miles, was leased for 45 years. The branch 
from Columbus to Montgomery, 167.2 miles, was opened 
July 1, 1898, but was not fully merged into the system 
until a year later. The company also owns all the capital 
stoek of the Mobile & Bay Shore, extending from VPrich- 
ards, just north of Mobile, southwest 58 miles to Por- 
tersville on the Gulf coast. ‘ 

With its lines, owned and leased, the Mobile & Ohio 
brings to the Southern 914.1 miles, of which 188.5 miles 
is leased and the remaining 725.6 miles owned. At Mo- 
bile the-company owns the property of the Mobile Docks 
Company, which has wharves along the Mobile River. At 
Montgomery, through trackage arrangement with the 
Alabama Midland, the Mobile & Ohio is enabled to reach 
the heart of the city and to use a belt line connecting the 
other converging roads. It also owns the Montgomery 
Suburban Street Ry. At the St. Louis end its trains 
pass over the St. Louis bridge and into the Union Sta- 
tion of the Terminal Railroad Association, which accom- 
modates practically all the railroads entering that city. 

Including the lately acquired Louisville, Evansville & 
St. Louis, the Southern now aggregates 6,836.96 miles. 
The Mobile & Ohio will bring the total up to 7,751.06 
miles, placing the Southern among the largest systems of 
the country. By the consolidation the Southern acquires 
a direct route from its St. Louis terminal south to an- 
other terminal at Mobile, crossing other branches of the 
system at Corinth and West Point. Miss. The Mont- 
gomery branch also gives it entrance for the first time into 
that city and provides suitable terminals. It also acquires 
superior terminals at Mobile and in turn does a similar - 
service for the Mobile & Ohio with its own large terminals 
at St. Louis. The Mobile & Ohio’s branches recently built 
into the Alabama coal and iron fields will acquire new 
value in conjunction with the branches of the Southern 
into the same district. And so in several d:rections the 
property of the one company supplements that of the other 
which should result in benefit to both companies. 

The gross earnings of the Mobile & Ohio for the year 


ended June 30, 1900, including the new Montgomery 
branch, were $5,996,731, from which the net earnings 
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were $1,663,105, the operating expenses being 70.43 > per 
cent. of the gross earnings. Interest and rentals required 
$1,418,645, which left a balance surplus, including other 
income of £337,629, or over 6 per cent. on the $5,320,600 
outstanding capital stock. It would seem, therefore, even 
on the present basis, that the Southern is justified in its 
offer of 4 per cent. dividends after two years. 


The Railroad Cominission of Louisiana is compara- 
tively new, but it has already developed characteristics 
of its own. One of these characteristics, in which it is 
quite unlike many state commissions, is terseness in its 
For brevity and directness its published de- 
creees are models. A recent decision runs follows: 
“William <A. Williams vs. Steamers Warren and Tru- 
deau. It having been shown that the defendants have dis- 
criminated against the plaintiffs in this case, by making 
contracts in advance, and thereby depriving defendants 
of the just rights of shippers to ship their goods by public 
carriers without preference, in their consecutive order of 
offering goods, it is hereby ordered and decreed that 
the defendants be fined $100, to be paid within ten days.” 
Succinct language is not always evidence of good judg- 
ment, however. In another order the Commission evi- 
dently aims to follow the unwise principle which prevails 
in Texas—the principle of supervising everything that 
At the same meet- 
was ordered 


utterances, 


as 


the railroads do, be it small or great. 
ing where was issued the above decision it 
that “No regular passenger or freight train in operation 
in Louisiana shall be discontinued, or their schedules 
changed, without the consent of the commission.” That 
Texas theory is a very poor one to follow. Changing 
train schedules, or forbidding changes, is more Ikely to 
trouble the Commissioners than to help the public. The 
propensity for dealing with operating details, which is 
observable in more than one Southern Commission, ap- 
pears to be due to the feeling that a commission is not 
useful unless it is all the time doing something. This is 
not true, of course. The most useful commission 
be the one which does the least. In the case of the courts 
everybody recognizes that if business is dull the state of 
society is presumably favorable; the less work the courts 
have to do the clearer is the evidence that people are happy 
and prosperous. A railroad re- 
spects like a court. In standing between the people and 
the railroads its primary function is to be there; not to 
do something. ‘The first qualification of a Commissioner 
is a judicial temper. If he has that his 
intelligence to keep well informed about the conduct of 
the railroad service, he may be a valuable commissioner, 


may 


commission is in some 


and exercises 


even if he does not issue an order to the railroads once 
a year. 


made in this issue that next June 
there will two vacancies in the Master Mechanics’ 
scholarships at Stevens Institute. These scholarships 
relieve the holder from the payment of tuition and fees 
which in the course of a year amounts to something liké 
8250. 


Announcement is 
be 






The conditions are that sons of present members 





and sons of deceased members of the association are 
eligible for the entrance examinations in June. Then 


if the places are not filled, any railroad employee or his 
son is eligible and may take the examinations in the fall. 
One might suppose that the competition for these schoi- 
arships would be pretty keen, and that boys would try 
hard to get them. However that may be, it is not un- 
usual for one or more of these scholarships to be unfilled, 
and the results, as a whole, have been rather disappoint- 
ing. The association in 1891) purchased four seholar- 
ships and that year one student entered. In 10 
years five students holding scholarships have graduated, 
one in 1895, two in 1897 and two in 1900; a few have 
entered, but have not finished the course, and a larger 
number have failed to pass the entrance examinations. 
Attention is called to these things, as is seems too bad 





about 


for these scholarships to go begging when such fine op 
portunities are offered at Stevens Institute for an edu 
cation in mechanical engineering. 


NEW PUBLICATIONS. 


Modern Hlectrie Railway Motors. By George T. 
Hanchett. Octavo, 200 pages, illustrated. New York: 


Street Railway Publishing Co. 
The object of this book is to show how electric railroad 
motors are made and why they are made so, and this 
purpose is well carried out. The book is largely descrip- 
tive. General principles are laid down, past and present 
practice is illustrated, and comparative merit is discussed. 
There is a chapter especially given to handling and _ re- 
pairing motors, and one, the last chapter, is designers. 
It is believed that, with the exception of the last chapter, 
the book can be readily understood by all who have made 
a thorough study of Ohm's law. As a means of acquir- 
ing general information about electric railroad 
this book is useful. Accompanying it is a tabulated, de- 
tached sheet giving principal dimensions of modern elec- 





motors 


tric railroad motors. 

Engineering Hducation ; Proceedings of the Bighth Annual 
Meeting of the Society for the Promotion of Engineer- 
ing Education, July, 1900. Vol. XIII, octavo, 2378 
pages. New York: Engineering News Publishing Co. 
Price, $2.50. 

The eighth volume of the proceedings of this enthusiastic 

and industrious Society is like the preceding volumes in 

that it is made up of addresses, reports and discussions on 
work to which 
The President’s ad- 


various phases of the important these 


gentlemen are devoting their lives. 
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dress by Prof. Baker deals with engineering education in 
the United States at the end of the century. The Com- 
mittee on Industrial Education makes a long and impor- 
tant report which is discussed at considerable length. Per- 
haps the most important of the other reports are on busi- 
ness methods in teaching education on the promotion of 


engineering education, 


By Joshua Rose. Oc- 
New York: D. Van Nos- 


Engines and Lngine Running. 
tavo, 410 pages, illustrated, 
trand Co. Price, $2.50. 

This book is divided into fifteen “parts” and, as indicated 

by its title, is a hand-hook for practical use in the design 

and care of engines, beth locomotive and stationary. 

There are questions and answers along the above lines; 

diagrams of various features and operations; tables of 

condensed information from formulae, and practical ad- 
vice given from the experience of the author. There is 
much readily available information on condensers and 
on various valve gears; and on the 
Altogether it is a sensible 


condensing engines ; 
basic mechanical principles. 
and useful book. 


Blevation and Stadia Tables for Obtaining Differences 
of Altitude, Horizontal Distances, etce., Together With 
livdraulic Tables Giving Velocities for Various Chan- 
nels and Slopes. By Arthur P. Davis, M. Am. Soc. 
©. E., Uydrographer U. 8S. Geological Survey. Forty- 
four pages, octavo. New York: John Wiley & Sons: 
London: Chapman & Hall, Limited. 1901. Price $1. 

The tables made and compiled by Mr. Davis cover quite 
completely and in convenient form the requirements for 
stadia determinations. They give differences of alti- 
tude for observed distances and observed vertical angles, 
corrections for curvature and refraction, reductions to 
horizontal, correction for focal length, ete. The hydraulic 
tables give velocity in feet per second based on Kutter’s 
formula with various co-eflicients of roughness. 


Proceedings of the Railway Superintendents of Bridges 
and Buildings.—-The Vroceedings of the tenth annual 
meeting of the Superintendents of Bridges and Build- 
ings, held last October at St, Louis, have now been is- 
sued in pamphlet form, and can be got from the Secre- 
tary, Mr. S. F. Patterson, Concord, N. H. This is a 
hook of over 300° pages, and contains the reports and 
discussions in full. Those interested in the question of 
concrete Masonry should get a copy. The report on this 
subject by Mr. W. A. Rogers, of the Chicago, Milwau- 
kee & St. Paul, is doubtless the best thing so far writ- 


ten on concrete, 


TRADE CATALOGUES. 


Railroad Jacks.—A. ©. Norton, 167 Oliver street, 
Boston, Mass., sends a new catalogue of jacks for gen- 
eral railroad use. This advertises the Norton patent ball- 
bearing jacks and “sure drop” track jacks, which are 
well known. The catalogue gives the discounts going into 
effect Feb. 1, and describes, with illustrations, the various 
excellent tools made by this house. 

Graphite as a Lubricant.—The Joseph Dixon Crucible 
“o., Jersey City, N. J.. issues a new edition of a pamphlet 
information on friction and the uses of 
The pamphlet gives the opin- 


containing 
graphite as a lubricant. 
ions and experience of many users and is worth reading. 


isbestos.—The IL. W. Johns Mfg. Co., 100 William 
street, New York City, sends a little pamphlet entitled 
“Asbestos Papers, Packings and Mill Board,” just issued. 
It gives information concerning the various boards and 
packings made by this company, with weights, prices, ete. 


Vechanical Draft.—-The American Blower Co., Detroit, 
Mich., has issued an illustrated catalogue, No. 118, show- 
ing the “A BC” system of mechanical draft, forced and 
induced by blowers and exhaust fans. It gives a concise 
statement of advantages gained by the use of mechanical 
draft; shows by good illustration the various devices used, 
and many applications made by this company; and con- 
tains convenient tables of dimensions and data on draft, 
fuel consumption, use of steam, and kindred subjects. 


Paints and Painting.—Some weeks ago we published 
some remarks by Mr. W. H. Loomis, President of the 
National Paint Works, giving his opinion and summary 
of his experiences as to the manufacture and use of paint. 
That material and considerable more has been collected 
and printed in a pamphlet of 32 pages, with a cover, 
which pamphlet may be had on application to the Na- 
tional Paint Works, Williamsport, Pa. The matter, in 
addition to that which we published, describes specifically 
various different brands of paint made by the company 
and gives examples of their use and opinions of engineers. 
Besides being an advertisement this pamphlet will doubt- 
less be of considerable value to those who are charged 
with the care of structures, 


Vibrations From the Central London (Underground). 

We noted last week the fact that the British Board 
of Trade has appointed a committee, consisting of 
Sir John Wolfe Barry, Lord Rayleigh, and Prof. Ewing, 
to examine and report on the circumstances of and, if 
possible, to suggest a remedy for the vibrations caused 
by the trains of the Central London, these being 70 to 


100 ft. below the surface. Concerning this The Engineer 


Says : 


“Tt appears that the nuisance is not present all along 
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the line, but affects particular districts; and further, the 
existence of troublesome vibration was not presupposed 
by anybody. It has come, indeed, as a surprise to engi- 
neers and land and houseowners alike; therefore there is no 
provision in the company’s act which will enable those 
injured to claim compensation. Their only chance is to 
prove that the line is worked improperly—a matter which 
may well be one of extreme difficulty. 

“The localization of the vibration may be due to any 
one or all of three causes—the nature of the strata tra- 
versed, the construction of the tunnel and permanent 
way, or the speeds at which the trains run. We have 
no reason to doubt that the latter-named causes are non- 
existent. We must seek in the strata for this difference 
in vibration; and we are informed that those places 
where the tube traverses gravel are the worst, while the 
London clay seems to be less able to transmit vibration. 
Again, the deeper the tube below the surface the more 
widespread is the commotion. This result might be an- 
ticipated from MalJlet’s earthquake researches. The 
magnitude of the vibrations is variously stated. Accord- 
ing to some persons it is very slight, others say that it 
shakes their houses to such a degree that they cannot 
be inhabited with comfort. Houses as much as 100 yards 
to the north or south of the line are affected, it is said. 

“It is obvious that a cast-iron tube is just the thing to 
be set in vibration; and the probability is also that syn- 
chronous, and therefore cumulative, waves of vibration 
may easily enough be set up in various parts of it. Thus 
a wave may run before the train in one direction and an- 
other behind it in the opposite direction. The clays and 
stiff soils are competent at once to ‘damp’ the vibra- 
tion and to check the dissemination of tremor, while the 
gravels, on the other hand, will neither act as dampers 
nor as non-conductors. 

“The only available remedy will have to do with the 
rolling stock and the permanent way. The latter should 
be quite smooth, in good condition, and so ballasted that 
as little vibration as possible will be transmitted to the 
metal of the tube. Now any one of our readers can sat- 
isfy himself, for the outlay of twopence spent on a trip 
through the tube, that the permanent way, short as is 
the time since it was laid, is in a very bad condition. It 
is modeled on the American system, with a flat-footed 
rail spiked directly to cross sleepers. There are no fish- 
plates. Copper unions or bridges are used to make elec- 
trical continuity for the return current, but these connect- 
ors are, we believe, constantly broken. The coaches run 
very uneasily, with much clattering over the joints of 
the rails, and the rail tables are worn already into hills 
and hollows in a very curious way, which has certainly 
no parallel on any other railway that we have seen. All 
the facts tend to prove that if the permanent way were 
in good order few complaints would be heard. It would 
appear, indeed, as though it was only of late that cause 
of offense was given, which fact would point to the rapid 
deterioration of the permanent way as the principal cause 
of the mischief. 

“So much has been said in this country about the ex- 
cellence of American electrical work that it may seem 
rank heresy to assert that the American locomotives used 
for working the line are mainly to blame. These have 
each two four-wheeled bogies. These have bar frames, 
which are already beginning to crack and give trouble. 
The frames carry the field magnet rings. The axles of 
the wheels have armatures keyed directly on them. The 
clearance is about 4% in. There are no springs to the 
axle boxes. The only springs are those between the upper 
part of the locomotive which has the driver’s cab, the 
Westinghouse brake pump, and so on, on it, and the 
bogie. ‘The total weight of the machine is 441% tons, or 
11 tons per axle; but of this about 74% tons are dead 
weight—that is to say, without springs. This is consid- 
erably in excess of the dead or springless load carried by 
the rails under any steam locomotive; and as the trains 
attain a speed of over 30 miles an hour between stations, 
it is easy to see that the hammering action must try the 
permanent way very severely. Improvements may follow 
either of two directions—the locomotives may be done 
away with and the trains propelled on the Sprague 
system with a motor under every car, which, being com- 
paratively a small motor, would represent a very mod- 
erate weight: or else flexibility must be introduced in 
some way into the locomotive, if that is to be retained.” 





Electric Traction at Berlin. 


We have heretofore noted the trial of a system of elec- 
trie traction for heavy suburban work at Berlin. This 
is on a line 12 kilometers long between the Potsdam sta- 
tion in Berlin and Zehlendorf. The third rail system 
is used. The normal electric train is intended to carry 
410 passengers; it has 29 axles and weighs 220 tons. 
The maximum speed on a level is 55 kilometers an hour, 
but the mean speed is 45 kilometers. At each end of the 
train is a motor car with three axles and between these 
cars are eight ordinary suburban cars. A conductor for 
current runs the length of the train under the cars and at 
need a third motor car can be put in the middle of the 
train. A second conductor connects the motors in such 
way that they can be worked by one man at the head of 
the train. This arrangement of motor cars is the same 
as is to be used on the Manhattan Elevated in New York. 
it does away with switching at the end of the run and 
permits the interruption of the circuit at switches and 
other points in the track. 

Each motor car carries three motors mounted directly 


on the axles, each motor taking a maximum of 200 
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amperes. The motors are put in parallel only when the 
speed reaches 20 kilometers an hour. The Westinghouse 
air-brake is used, but experiments are to be made with 
electric brakes. An air whistle is also used. The cars 
are lighted by electricity and each motor car has a small 
vertical boiler to provide steam for heating. 

Power is taken from a plant installed for certain 
tramways, this being situated two kilometers from the 
suburban line. The current is transmitted at 750 volts, 
direct current being used. Two batteries of accumu- 
lators are used, one at each end of the line, these having 
311 and 318 elements respectively. These are charged 
at 500 amperes and their capacity is 814 ampere hours 
if discharged in one hour, and 1,188 ampere hours if 
discharged in three hours. The electrical machinery is 
supplied by Messrs. Siemens & Halske. 


—. 


An Improved Reversible Pneumatic Motor. 

The illustration shows a pneumatic reversible motor in 
connection with means to rotate a spindle in which may 
be placed different tools used in building ships, boil- 
ers, bridges, engines and other work. The spindle is 
through the extreme end, and can be operated in very 
close quarters. The aluminum casing has a hinged Tid, 
by raising which the machinery may be readily inspected 
and oiled. The motor has two oscillating cylinders 
made of bronze, taking air at both ends, and the admis- 
sion and exhaust are controlled by the oscillation. The 
trunnions have steel ferrules to protect them from wear. 

















A Reversible Pneumatic Motor. 


In the main frame there are two air chests, one on 
each side, one for live air, the other for exhaust, and by 
turning the handle half way around, the functions of 
these chests become reversed, thereby reversing the mo- 
tion and readily controlling it. By a quarter turn of 
the handle it stops. The air is admitted and exhausted 
through the handle, which also has an adjustable collar 
which can be set so that the motor runs but one way. 
It has a detachable handle which is used when the drill 
is suspended or when used for tapping and reaming. 
This motor can be used in locomotive fire-boxes to ex- 
pand all the flues in the sheet with self-feeding expand- 
ers, and also for drilling door sheets. Flanges of 
I-beams may be drilled by setting the point of the feed- 
sleeve against one flange and the drill in the other. It 
has few parts, and is very compact, powerful and 
economical in consumption of air. It is patented and 
made by the Helwig Manufacturing Co., of St. Paul, 
Minn. 


Massachusetts Railroad Commissioners’ Report. 





The Railroad Commissioners of Massachusetts have 
issued the thirty-second annual report of their office. 
The length of railroad in the state is practically the 
same as last year, 2,108 miies. Of the 46 corporations 
reporting to the state only 11 are operating companies. 
and four of these did 99 per cent. of the business covered 
by the reports (not 99 per cent. of the business done in 
the state). Henceforth, practically all the railroad busi- 
ness of the state will be done by three companies, the 
Fitchburg having been consolidated with the Boston & 
Maine since the end of the fiscal year. The usual sta- 
tistics are given in the report of the business done by the 
several roads. These statistics are for the whole of the 
lines of the companies reporting and therefore they do 
not afford an exhibit of the business of Massachusetts 
by itself. No passengers were killed in Massachusetts 
during the year by causes beyond their own control. 

The estimated cost of the abolition of grade crossings 
during the year to June 30 was $273,672. The work 
represented by this sum was done, or is being done, in 11 
towns, making an average expenditure of $24,879. The 
number of crossings was, we suppose, more than 11. 
Since the passage of the grade crossing law (1890) the 
total cost borne by the state to Jan. 1, 1901, has been 
$2,999,170, to which is to be added $1,881,551 paid by 
the state under a special law covering the improvements 
on the Boston & Providence road in Boston, Hyde Park 
and Dedham. The expenditures on crossings by the 
state, the municipalities and the railroads in 10 years 
have aggregated $17,904,656. 

The Bridge Engineer makes the usual report on the 
condition of the railroad bridges of the state. The total 
number of bridges is 1,875, 14 more than the number 
shown the previous year. The total length of bridges in 
the state in feet is, wooden 57,711, stone 6,153, metal 
57,612, total 121,476, or 23 miles, equal to 58 ft. per 
mile of railroad. Forty-six bridges have been rebuilt 
or strengthened during the year, in addition to the 14 
new ones. 

The report discusses briefly the absorption of the Bos- 
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ton & Albany by the New York Central and of the 
Fitchburg by the Boston & Maine. The discussion of 
state ownership which took place in the Legislature and 
the newspapers is thought to have been profitable, though 
the Legislature voted decisively against the proposition. 
Mention is made of the fact that the New York Central 
has made the mileage tickets of the Boston & Albany and 
the Central interchangeable, and this is called a reduction 
in fare from Massachusetts points to places on the Cen- 
tral. We think it would be more accurate to say that 
the change simply makes it more convenient for pas- 
sugers to secure the 2-cent rate when making through 
journeys. The Commissioners believe that the new man- 
agement of the Boston & Albany appreciates its duties 
and the wishes of the public. Governor Crane is praised 
for his business sagacity in getting $5,000,000 of Boston 
& Maine © per cent. bonds for the state’s shares of stock 
in the Fitchburg road, which shares had never received 
any dividend. 

The reduction of competition by the placing of prac- 
tically all the railroad business of the state in the 
hands of three companies increases the responsibility inci- 
dent to state supervision; but this ‘must be exercised in 
dealing with individual cases rather than in establish- 
ing general rules.” 

The law requiring the running of cheap morning and 
evening trains to and from Boston has proved a failure, 
and the Board recommends the Legislature to make a 
better one. 

Five pages are given to a discussion of passenger fares 
outside the suburban district. The profit received by 
the railroads on passenger business has increased during 
the past four years and the roads have improved the 
service; “on parts of the lines the highest standards are 
maintained; the whole of each road should be brought 
up to this standard with all reasonable despatch.” The 
Commissioners point out that a statement of the average 
fare received by a railroad does not throw much light on 
the question of the reasonableness of single ticket fares, 
because such a considerable proportion of the business is 
carried on season tickets. In this connection the amount 
of traffic carried on different tickets is given, for the New 
York, New Plaven & Hartford, last year, as follows: 
Mileage books, $2,093,700; season tickets, $854,391; trip 
tickets, $2,479,642; single tickets, $11,826,928. Mileage 
books were first introduced on the Boston & Maine in 
1881 and the New Haven road began using them in 1892. 

One argument of the railroads against reducing fares 
is based on the fact that the rates on different divisions 
are the same as they were when these several divisions 
were independent roads. The Commission recognizes this 
argument, but seems to think that the railroads ought to 
more rapidly advance toward a uniform rate. It is not 
believed, however, that a uniform 2-cent rate should be 
established by statute. New York has never established 
a 2-cent rate by law except on the New York Central, 
and Ohio, in 1889, rejected such a iaw. It is useless to 
fix a maximum rate of fare, as such a statute may be an 
excuse for maintaining prices, and it seldom forces reduc- 
tions. ‘The flexible rules of a progressive business man- 
agement are always in closer step with the march of 
events than legislative attempts at regulation can be.” 

Local fares on the Boston & Albany are 244 cents, on 
the Boston & Maine from 2 cents to 2°%4; and on the 
New Haven 2% cents. To reduce all these to 2 cents 
would mean a very radical reduction in revenue; there- 
fore, the Board recommends the issue of a 500-mile book 
at $10 which, it is believed, will produce a reasonable 
decrease in fares without interfering with the prosperity 


of the companies. In other states the 500-mile book is 
very popular. 


Crossed and Open Eccentric Rods. 


With the D slide valve, having external admission, and 
operated through the ordinary rocker shaft the eccentric 
rods of a locomotive are “open” and the lead increases as 
the link is hooked up. This motion is known as indirect 
acting: that is, when the eccentrics are moving ahead, the 
valves are moving backward. Until recently we rarely 
heard the term “crossed eccentric rods,” but piston valves 
are now much used on locomotives, and the question of 
satisfactorily operating these valves under different condi- 
tions is presented to the locomotive builders ; whether they 
shall be external admission, with or without a rocker 
shaft, necessitating open or crossed eccentric rods, re- 
spectively ; internal admission with a rocker shaft, neces- 
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sitating crossed eccentric rods; or internal admission 
without a rocker shaft, necessitating open eccentric rods. 
{\ has heen suggested to use internal admission valves with 
‘he marine type of link, without a rocker shaft, in which 
‘ase the eccentric reds would also be open. This, as far 
‘Ss we know, has not yet become locomotive practice. 

In marine engine practice with internal admission pis- 
‘on valves, where the valves are controlled directly with- 
outa rocker shaft, the eccentric rods are as a rule con- 
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nected on the link are as shown at A, Fig. 3, and the 
valve cannot receive the full throw of the eccentric; that 
is, the travel of the valve is slightly less than twice the 
throw of the eccentric. 

If internal admission piston valves are used and oper- 
ated through the medium of an ordinary rocker shaft, 
the effective motion of the valve as related to the motion 
of the piston is reversed, and the eccentrics must be located 
on the axle relatively in the same position as shown by 
Vig. 2, the eccentric rods will necessarily be crossed and 
the locomotive is indirect acting, that is, when the eccen- 
trics are moving backward, the valves are moving forward. 

There are locomotives running successfully, equipped 
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Fig. 2. 

with external admission piston valves without a rocker 
shaft, and with crossed eccentric rods, and there are other 
locomotives working as well with internal admission 
piston valves without rocker shaft, and open eccentric 
rods. In both cases the eccentric rods are connected to 
jaw pins placed back of the link are. It is apparent 
that when the external admission piston valve is used with 
a rocker shaft, and the valve operated from the point A, 
Vig. 1, that the eccentrics must be located on the axle 
relatively in the same position as they are when the 
internal admission piston valve is used without a rocker 
shaft and the valve operated from the point B, Fig. 1, but 
the direction of the motion of the valve is reversed rela- 
tively to the motion of the piston, and the eccentric rods 
will be open in both cases. 

If, however, in the latter admitted 


case, the valve 


Open Rods. 





Fig. 3. 


steam at the ends and exhausted it at the middle the 
same as the ordinary slide valve and the valve operated 
from the point C, Fig. 2. omitting the rocker shaft, the 
eccentrics would be located on the axle the opposite to 
that of the indirect acting locomotive and the eccentric 
rods will be crossed, the forward motion eccentric pre- 
ceding the crank pin, and the backward motion eccentric 
following the crank pin. 

The relation of the eccentrics to the crank pin with and 
without the rocker shaft, is shown by Figs. 1 and 2. 
When the crank pin is on the forward dead center the ec- 
centric rods will be open when using a rocker shaft, Fig. 
1, and without a rocker shaft they will be crossed as 
shown by Fig. 2. Ss. J. D. 


TECHNICAL. 


Manufacturing and Business. 
The American Twist Drill Co. has been incorporated in 
New Jersey, with a capital stock of $200,000, by Charles 
I). Wiley, Agnes M. Ross and William L. Fearns. The 
office is in Camden, N. J. 

The Bettendorf Axle Co. has taken over the agency 
of the Bettendorf I-beam bolsters from the Cloud Steei 
Truck Co., and has opened an office at 1590 Old Colony 
Building, Chicago, Il. 

The Simplex Railway Appliance Co., of Hammond, 
Ind., wants to open an office in New York city, prefer- 
ably with some one already in the railroad supply busi- 
ness, and invites correspondence. 

J.C. Halladay has resigned as Western Sales Agent of 
the Pickering Spring Co., Ltd., of Philadelphia, to take 
effect March 1, 1901. He will be succeeded by J. B. Gibb, 
with offices at 209 Great Northern Building, Chicago. 

We are advised that Falls Hollow staybolts, made by 
the Falls Hollow Staybolt Co., Cuyahoga Falls, Ohio, 
have been specified for the 15 locomotives ordered by the 
International & Great Northern from the Cooke Loco- 
motive & Machine Co. 

C, A. Thompson having resigned as representative of 
the Standard Steel Works, for St. Louis and the South- 
western territory, the company has opened an office of 
its own at 712 Security Building, St. Louis. S. H. Rid- 
del will be the representative. 


Iron and Steel. 
Milliken Bros., of Brooklyn, N. Y., have a 
for six steel bridges for the National Tehuantepec of 
Mexico, also a contract for an 800-ft. steel bridge for the 
Costa Rica Ry. 


contract 


The American Steel & Wire Co. has advanced its prices 
about $2 per ton, as ordered by the Board of Directors. 
The New Castle, Pa., plant of the company, which has 
been idle for about a year, will soon be put in operation. 

Four bids were received by the Navy Department on 
Feb. 1 for building three protected cruisers. The bidders 
were: Neafie & Levy Shipbuilding Co., of Philadelphia, 
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at $2,740,000 ; the Newport News Shipbuilding Company. 
at $2,741,000; the Bath Lron Works, at $2,750,000: and 
William R. Trigg Co., of Richmond, Va. 


Gasoline Motor Cars in the Philippines. 
Messrs. Fairbanks, Morse & Co. recently received a let- 
ter from the Disbursing Officer of the Signal Corps of 
the United Siates Army concerning some gasoline motor 
cars which were shipped to the Philippine Islands some 
months ago for the use of Signal Corps men in repairing 
military telegraph lines. In a report to that officer by 
the Signal Officer of the Division of the Philippines 
dated Manila, Oct. 13, he says: “The new gasoline motor 
cars work nicely. They are the finest piece of machinery 
on the island, and can go faster than the regular trains 


” 
20. 


Locomotive Duty. 
The Master Mechanics’ Association committee on maxi- 
mum monthly mileage that it is practicable and ad- 
visable to make, how best to make it, in freight and 
passenger service has sent out the following circular: 
“The committee will consider it a personal favor if the 
heads of the Mechanical Department of each road in the 
association will see that the inclosed blank is filled in 
promptly and sent to Mr, T. H. Symington, Superintend- 
ent Motive Power, Atlantic Coast Line Railroad Co., 
Wilmington, N. C. As a number of these blanks are sent 
io the heads of departments, we would respectfully sug- 
gest that they be distributed among division officers to be 
filled in, and then consolidated into one report for the 
line in the general office.” The blank is too voluminous 
to reprint here, 
Handling Coal for Locomotives. 

The Master Mechanics’ Association committee on meth- 
ods for unloading locomotive coal, prior to being un- 
loaded on the tank, has sent out a circular asking: 

1. What class or design of coal chutes are in use on your 
line? If more than one, which do you consider the most ef- 
fective and economical? 

2. Does your most approved design require the use of hop- 
per bottom cars? 

3. Please state what advantages you derive from the ap- 
proved design over others? 

4. What does it cost per ton of coal delivered on the tank 
with your most approved method? 

5. Does this design admit of weighing coal before being 
placed on the tender? 

6. What is the capacity per hour of your most improved 
design, and can this capacity be increased as desired, and 
how many men are required to operate it? 

7. What ground space does this design require? 
be used for single or double track? 

A reply not later than March 1 to Mr. William Gar- 
stang, Superintendent Motive Power, C., C.. C. & St. L. 
Ity., 


r 


Can it 


is requested. 


Reducing the Cost of Machine Work. 
In Cassier’s Magazine for February it is said that the 
foundry is already doing finished work in a most satis- 
factory manner, as, for instance, in turning out pump cyl- 
inder heads which require no machine work at all, being 
quite ready to put on, when cleaned, and that some very 
large marine engine cylinder heads are now cast on 
which no machine work whatever will be put, the disad- 
vantage of radiation arising from the rougher cast sur- 
faces being offset by the use of special filler. The writer, 
Mr. W. D. Forbes, finds that in this case is shown an 
economy of not less than 50 per cent. of first cost, after 
the increased cost of pattern and 
detriment to the proper 


taking into account 
flasks, without the slightest 
working of the engine. 


The Crane Low Water Alarm. 

The Crane Co., of Chicago, has just put on the market 
a safety device for guarding against low water in boilers, 
which is shown in the illustration. The operation of this 
device is as follows: The pipe B is dropped within 2 in. 
of the top of the boiler tubes. So long as the water in 
the boiler does not go beiow the low water line, the water 
in the pipe B prevents the steam 
from entering, and reaching the fus- 
ible plug at C. But the moment the 
water falls below the low water line 
the steam rushes into pipe B and 
fuses the plug C, thereby allowing 
the steam to escape through a hole 
in the wheel A, which raises lever. 
D, which, in turn, opens the whistle 
[3 Lom Mats Line, | valve I, and sounds the alarm. To 

renew the fusible plug the valve G 
is closed with the key K, the nut at 
C is unscrewed and the fusible plug 
put in place. The nut C is then replaced, the valve G 
opened and the key withdrawn; thus showing that the 
valve G is wide open and ready for operation, as the key 
is so designed that it cannot be withdrawn unless the 
valve G is wide open. <A strong feature of this device is 
that it can be readily tested, by simply opening the valve 
J, which allows the live steam in pipe E to pass into 
pipe B, which will melt the fusible plug. 


























Receivers for the Rogers Locomotive Works. 
William Barbour and John C. Pennington have been ap- 
pointed receivers for the Rogers Locomotive Works, at 
Paterson, N. J., by Vice-Chancellor Emery at Jersey 
City. Mr. Pennington is counsel for Jacob S. Rogers. 


Compressed Air. 
On Thursday of last week a party of 18 or 20 gentlemen 
(railroad men and capitalists) visited Rome, N. Y., as 
the guests of the Compressed Air Company. Their car 
was hauled about 12 or 15 miles on the track of the 
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New York Central by a compressed air locomotive, 
reaching a maximum speed estimated at 27 miles an 
hour, In’ the power house of the Rome City Railway 


they saw a new compressor made by the Norwalk Lron 
Works, being installed for local service. The large com- 
there is to be sent to Buffalo for the Ex- 
The company is building at the Rome 


engines for 25 motor 


pressor now 
position service, 
Locomotive Works trucks and 
cars, 10 of which will go to Buffalo. 


Reported Sale of Carnegie Stock. 

Morning papers on Wednesday announced 
the acquisition by Mr. J. Pierpont Morgan and his as- 
sociates of Mr. Carnegie’s interest in the stock of the 
Mr. Carnegie held nearly 54 per 
Thus the transfer ear- 


Some of tiv 


Carnegie Company. 
cout, of $160,000,000 total stock. 
ries with it the control of the Carnegie Company. 


An Improved Car Boring Machine. 


The J. A. Fay & Egan Co, have recently put on the 
market a new vertical, three-spindle, car borer, made 
under patents issued Jan. 
30 and Feb. 6, 1906. It is 


a very heavy machine espe- 


cially designed for car 
shops. The transverse 
movement of the spindles 
is 12 in. from center to 


center, and their vertical 
motion will bore through 


14 in. of timber. They are 
furnished with stop collars 
for gaging the depth of the 
bore, and have different 
sized pulleys to vary the 
speed of auger. The ma- 
chine is arranged for three 


augers, the spindles being 
separately adjustable 





= either across the stick or 
vertically, transverse adjustment being made by levers 


supplied with friction lock under instant control of oper- 


ator, vertical motion of spindles being controlled 
by a  counter-balanced — lever, The  counter-shaft 


is on the floor attached to back of the column, a 
belt conveys the power to spindles, and adjustable stops 
are attached at the top of column, to prevent augers lift- 
ing material from the table. The table is fitted with 
large rollers, the two outside ones being driven by chains, 
the internal ones driven by gearing on a counter-shaft 
operating in either direction, and moving timber by 
power to right or left by lever in front. There is also 
au hand wheel and screw connected to the rollers and ae- 
cessible to operator for moving material. 


Triple Valve Tests.. 
The M. C. B. Commiitee on Triple Valves have recently 
completed tests of a new form of triple submitted by 
Mr. R, Fitzgerald, General Superintendent, Chicago 
Junetion Railway. The tests were made upon the as- 
sociation racy in the laboratory of Purdue University. 
They were conducted by Messrs. G. W. Rhodes, W. S. 
Morris and William McIntosh, representing the M. C. 
B. committee. The committee was assisted by Mr. A. 
J. Cota, Air-Brake Instructor of the Burlington System; 


Mr. W. P. Huntley, Jr., Air-Brake Instructor of the C. 
& O. R. RR. and also by members of the instruction 
corps and by students of Purdue University. The 


owner of the valves was represented by Messrs. Harvey 
S. Park and M. W. Hibbard. 


Erie Canal Contracts. 

The New York State Canal Board, on Jan. 30, closed 
contracts Nos. 3 and 5 of the Middle Division and No. 
3 of the Eastern Division of the Erie Canal, made under 
the $9,000,000) Improvement Act. The awards made 
were: Western Division—To Dunfee & Company, of 
Syracuse, on contract: No. 3, $29,951; contract No. 5, 
S39.ZS0. Nastern Division—To Brummelkamp, Lane «& 
(o., on contract No. 3, $380,516. 


Sykes’ Block Signal Apparatus. 
Sykes’ electric locking apparatus for block signals is now 
in use in New South Wales, the railroad commissioners 
having lately had it installed between Petersham and 
Ashfield. It is said that Sykes’ apparatus is now in use 
on nine or more railroads in Great Britain, the principal 
ones being the Great Eastern; London & Southwestern ; 
London. Brighton & South Coast; Glasgow & Southwest- 
ern: London, Chatham & Dover; Metropolitan District ; 


Central London; City & Waterloo and the Southeastern. 


Interlocking. 
The Boston & Maine has just finished an interlocking 
tower at Lowell, Mass., containing 85 levers. ‘This cabin 
is near the Hale street bridge and it was opened for 
The machine has 88 spaces. The working 
consists of six men: from 


lise on Jan. “to 
force from 7 a. m. to 3 p. m. 
3 to 11, six, and from 11 to 7, four. 


THE SCRAP HEAP. 


Traffic Notes. 

The Attorney-General of Ohio has withdrawn the suits 
instituted by his predecessor against the Central Pas- 
senger Association designed to stop the use of interchange- 
able mileage tickets on the railroads of Ohio. 

The Baltimore & Ohio has secured the establishment of 
2 new steamship line from Philadelphia to Hamburg, ar- 
rangements having been made to have large modern steam- 
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ers sail every two weeks. The road has lately finished a 
new pier at Snyder avenue, Vhiladelphia, tor the ac- 
commodation of export business. 


It is announced in Buffalo that on and after April 1 
the trains of the Grand 'lrunk now using the Wrie Street 
Station in that city will run to and from the main sta- 
tion of the New York Central at Exchange street. 
Grand Trunk trains running to and from tne Lehigh 
Valley Station will continue to use that station as at 
present, 

at is said that a commercial traveler of Des Moines, 
lowa, traveling on a certificate of the Western Passen- 
ger Association, bought, during the year 1900, tickets 
aggregating 18,353 mules, this being the largest mileage 
reported by any passenger to the Mileage Bureau. ‘The 
amount paid for these uckets was $549.68, and the re- 
bate was $182.62. Dividing the above mentioned num- 
ber by 3865 shows that the average distance traveled 
daily was 53 miles. 

It is announced at Portland, Me., that the Grand Trunk 
will hereafter carry export freight to that city throughout 
the year, instead of during the winter only, as heretofore. 
Che road has made a contract with the Dommion Steam- 
ship Company for a regular steamship service, summer 
and winter. Newspaper accounts indicate that the reason 
for this action is the increase of business, which has been 
more rapid than the increase in facilities at Montreal. 
Officers of the road state that.the summer export and im- 
= ‘oes at the latter city will not be seriously cur- 
tailed. 


The statement that the Government will hereafter favor 
the Central Vacific, in sending men and supplies to the 
’acific coast, because that is a bond-aided railroad, ap- 
pears to be the exact opposite of the truth. A Washing- 
ton paper says that the Secretary of War, after con- 
ference with the Secretary of the Treasury, has decided 
to offer his contracts for transportation to general compe- 
tition. Hitherto the Central Pacific has monopolized the 
business, but the Atchison, Topeka & Santa Fe has com- 
plained, and the result of the complaint is the action now 
taken. ‘he Secretary of the Treasury says that, every- 
thing else being equal, the Government ought to patronize 
the Central Pacific, but that if another road giving equally 
satisfactory service, makes a lower bid such bid ought 
to be accepted. 


A Derailment That Damaged a Pond 


«4 Curious Cause Was. brought before the Supreme Court 
of Pennsylvania recently. Plaintiffs owned an ice pond 
and brought an action for $7,500 damage to 15,000 tons 
of ice, due to 6,000 gallons of oil from an oil tank 
car which had been derailed. The derailment, accord- 
ing to the evidence, was not due to any fault on the 
part of the defendant. The oil ran through a break in 
the tank at the rate of two gallons a minute, and tlowed 
into plaintiff's pond. The defendant used every effort to 
pump the oil from the car into another car without suc- 
cess, and at the end of 11 hours from the time of the 
accident, the defendant, finding that nothing could be 
done to save the oil, opened the valve at the bottom of 
the tank and let it all run out. The court said, in re- 
fusing to permit a recovery by the plaintiff, that as 
the quantity of oil which had already flowed into the 
stream was suflicient to render the ice made from its 
waters useless, letting out the remaining oil is an insig- 
nificant fact, and cannot be said to be sufficient to place 
the responsibility on the defendant. (Commercial Ice 
Co. vs. Reading.) 


American Rails for Australia. 

tue Commissioner of Railways recently called for ten- 
ders for the supply of 17,440 tons of rails and 1,880 tons 
of fish plates, about two years’ supply for the railways 
in Victoria. Up to the present time no rails have ever 
been manufactured locally in large quantities . . . Six 
tenders were received—most of them through the Agent 
General in London (Sir Andrew Clarke)—from English, 
German and American companies. Mr. Mathieson fully 
anticipated that the department would have to pay a 
high price, but the figures were generally below his esti- 
mates. Messrs. James McEwan & Co., Limited, repre- 
senting the Illinois Steel Company, Chicago, and the 
Loraine Steel Company, Cleveland, United States, ten- 
dered for the rails at £5 17s. 9d. ($28.65) per ton and the 
fish plates at £7 Ts. Gd. ($35.88) per ton, and their ten- 
ders were accepted. Two years ago the successful ten- 
derers agreed to supply the steel rails at £4 18s. 6d. 
($23.96) per ton and the fish plates at £7 18s, 3d. 
($88.50). The railway authorities thought that they 
would not be able to secure the rails and fish plates for 
much less than £180,000 ($875,970); but Messrs. Me- 
Ewan & Co.’s tenders work out at about £117,000 ($569,- 
380). An English company recently offered to establish 
the necessary works in Victoria to manufacture rails if 
the Railway Department would .guarantee to give it 
orders for 10,000 tons of rails a year for 10 years. The 
matter was considered by the late Ministry, but nothing 
came of the project, probably because Victoria does not 
seem to possess the requisite supply of iron) ore-—JViel- 
bourne Argus. 





The Queen and the Railroads. 

It was not until June, 1842, that the Queen took her 
first railway journey, traveling from Windsor to Pad- 
dington on the Great Western line. The Master of the 
Horse, whose business it was to provide for the Queen's 
ordinary journeys by road, was much put out by this in- 
novation. He marched into the station several hours 
before the start to inspect the engine, as he would have 
examined a steed; but greater merriment was occasioned 
by the Queen's coachman, who insisted that, as a matter 
of form, he ought to make believe to drive the engine. 
After some dispute, he was told that he might climb on 
to the pilot engine, which was to precede the royal train, 
and the good fellow actually did this; but his scarlet liv- 
ery, white gloves and wig suffered so much from soot 
and sparks that he made no more fuss about his rights 
in after trips. The run to Paddington was successfully 
accomplished, and the motion of the train was found 
to be so pleasant that the Queen readily trusted to the 
railway for a longer journey a few weeks later, when 
she paid her first visit to Scotland, The late Queen 
became a great railway traveler, and with her frequent 
tours and visits, in the earlier part of her reign, to towns 
and to country seats, and her annual trips latterly to 
Balmoral and Osborne, she must have covered in her 
time almost as many miles of railway journeying as any 
other human being not actually employed in the running 
of trains. Perhaps the most famous incident in connec- 


tion with her journeys by rail was the gracious letter 
which she addressed in 1868 to the directors of the lead- 
ing railway companies, deploring the many lamentable 
accidents which were then occurring on the lines of the 
United Kingdom, and urging that as much care should 
be taken in safeguarding the lives of ordinary passengers 
as was observed in regard to her own railway journeys. 


This was, of course, a ‘counsel of perfection,” never- 
theless it doubtless had a good influence in promoting 
those improvements in safety appliances, such as the uni- 
versal adoption of block signaling, interlocking and con- 
tinuous brakes, which have made railway traveling 
nowadays so very much safer than it was at the time 
the Queen wrote her famous letter. The journey over 
their lines of so august a personage as a Queen is a 
heavy responsibility for the management of any railway, 
and it is highly creditable to British railway administra- 
tion that no serious mishap, either to herself or her com- 
panions or suite, ever marred the Queen’s numerous 
railway journeys. Her Majesty was always most con- 
siderate to all the railway officials with whom she came 
in contact, and many railwaymen are the proud owners 
of mementoes of her regard.—T'ransport. 





To Deepen Curtis Bay Channel. 


The House has agreed to a resolution passed by the 
Senate calling for an estimate for deepening the channel 
of Curtis Bay, Baltimore Harbor, Maryland, and in- 
creasing the depth of the main ship channel of Patapsco 
River and Baltimore Harbor. 


Subjects for the Master Mechanics. 


The Committee on Subjects, Master Mechanics’ Asso- 
ciation, says that the committee to report at the next 
convention will be pleased to have members suggest suit- 
able subjects for committee work for next year, and also 
subjects for topical discussion at the convention of 1901. 
Members having suggestions to make will please com- 
municate promptly with the Chairman of the commit- 
tee, W. H. Marshall, Superintendent Motive Power, L. 
S. & M.S. Ry., Cleveland, Ohio. 


Various Appropriations. 


The Sundry Civil bill was reported to the House on 
Monday, and carries an appropriation of over $59,700,- 
000, which is nearly $11,000,000 less than the estimates 
and over $5,700,000 less than the amount provided for 
the current fiscal year. For the Interstate Commerce 
Commission $275,000 is appropriated, the amount _pro- 
vided to enable the Commission to keep informed re- 
garding compliance with the act to promote the safety 
of employees and travelers being increased from $15,000 
to $25,000. For a new electric lighting plant for the 
Department of the Interior $74,000 is appropriated. For 
the improvement of the Potomac River below Washing- 
ton $98,000 is provided, and to enable the architect of the 
Capitol to prepare plans and specifications for rebuilding 
and extending the central portion of the Capitol building, 
and for the construction of a fire-proof building adjacent 
to the Capitol for offices, storage and power plant $1,500 
is made immediately available, the report with specitica- 
tions and estimates to be presented at the next session 
of Congress. 


New Steamship Lines Between Vancouver and Alaska. 


The Canadian Pacific has bought the steamships and 
other property of the Canadian Pacitic Navigation Co., 
which comprise the smaller vessels engaged in the coast- 
wise trade between Vancouver, B. C., and the ports of 
North British Columbia and Alaska; also the boats ply- 
ing between Victoria, Vancouver and New Westminster. 
It is said to be probable that the Canadian Pacific will 
put on a number of vessels to run to Skaguay, St. Mich- 
ael and other Alaskan ports. Announcement is made 
that the White Pass & Yukon has lately ,bought two 
steamers in England to run between Vancouver ani 
Skaguay, Alaska. 


Technical Schools. 


Rensselaer Polytechnic Institute—Mr. Frank C. Os- 
born, Director, American Society of Civil Engineers, of 
the Osborn Company, Civil Engineers, of Cleveland, de- 
livered a lecture on Jan, 21 before the students of the 
Rensselaer Polytechnic Institute at Troy, N. Y., on 
“Architectural Features in Engineering Designs.” 


Purdue University—Mr. Godfrey Rhodes, Assistant 
General Superintendent of the B. & M. Rh. R. R., de- 
livered on Thursday, Jan. 24, an address before the en- 
gineering students of Purdue University. lis subject 
was “The Burlington Brake Tests.” He first described 
the various changes which step by step have led from the 
hand-brake to the present high speed brake, and _ briefly 
discussed their significance. After referring to the ex- 
tent and character of the Burlington tests, he empha- 
sized the fact that every brake which on that occasion 
Was subjected to test had been pronounced unsatisfac- 
tory by the committee, and that all have since completely 
disappeared from service. It was worthy of note, he 
said, that no one had complained or had found fault with 
the committee because of its conclusions. Those whose 
apparatus had given most promise found in the results 
facts which served to give new ideals and to lift their 
practice to higher planes. The Burlington tests proved 
the impracticability of the buffer brakes and disclosed 
serious defects in the automatic air-brake which at that 
time was in its early stages of development. The work. 
he said, had profited by the association of a large num- 
ber of persons who were concerned in planning its de- 
tails and in the final execution of the tests, the credit for 
the results being shared by from 380 to 50 people. The 
modesty with which the speaker referred to the difficul- 
ties encountered, and to the far-reaching effect of the re- 
sults obtained, aroused but slight suspicion in the minds 
of the student audience that he was the leader in the 
great work he described. 

Worcester Polytechnic Institute—-During the holiday 
recess the news was made public of the resignation of Dr. 
T. C. Mendenhall as President of the Worcester Polytech- 
nic Institute. He has taken this step because of failing 
health and at the close of the college year will go abroad 
for two years for rest. .His administration has covered 
seven years, he having gone there from the United States 
Coast Survey, of which he was Superintendent. During 
that time the Institute has grown in endowment, in facil- 
ities, in the number of its faculty and in students. hie 
courses of studies have been extended and revised. 


The Stevens’? Scholarships.—-At the Stevens’ Institute 
of Technology there is now one vacaney in the schol- 


arships of the Master Mechanics’ Association, and 
it is expected that one scholar will graduate next 
June, so that there will be two vacancies at tial 
time. Under the provisions of Article 7 of ‘le 
Constitution, candidates for these scholarships «t 
the June examinations are confined to “sons of memb«!'s 
or sons of deceased members of the association.” If 


there be not a sufficient number of such applicants, oT 
the June examinations, then applications will be received 
from other railroad employees or their sons, for the fal 
examinations, preference being given to the sons of ei: 
ployees or sons of deceased employees of the mechani al 
department. The spring entrance examinations will be 
held at Stevens Institute of Technology, Hoboken, N. /.. 
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on June ¥8, 19, 2 ZL and 22, 1901. Candidates for 
these schekirshivs should apply to Mr. Jos. W. Taylor, 
Secretary, The Rookery, Chicago. 

‘The Dien-tsin Peking Railroad. : 

A well known German radroad officer, Mr. Fyane 
Woas, who is with the troops in Chima, wrote from 
Pekin, Oct, 31, that the treatment ‘of th® railroad to 
Pekin from Tien-tsin by the insargent Chinese was an 
example of therdughness of destruction such as may 
‘serve as a model for natiois carrying on war. <As the 
Karopeau troops ‘warthed in, they found the read net 
only broken, but completely. carried off—not one rail por 
one ‘tie was left. The bridges seem to have been tod 
heavy fot them. They were destroyed, to be sure but 
the girders were left where they fell. Expeditions of 
troops have been made to Villages mies AWay from the 
woad to recover rails. ‘The ties Hid generally been 
burned, and the fish-plates, ete, Used by the local black: 
smiths. ‘This complete destruction and the absence vf 
‘nny source of ‘supply ®earer than half round the world 
unake the amaintenaince of any considerable military 
ferce Yn Pekin during winter very dilheult. 

‘Iwo Proposed Roads in Bolivia. 

The President of the Republic has promulgated a law 
spassed by the Netional Congress providing that the re- 
‘ceipts from the tax on alcohol and distilled liquots ant 
the produ of the tax on crude rubber produced in the 
Department of La Paz be applied, for a period of three 
‘years, to building a railroad from Lake Titicaca to the 
‘city of La Paz, in conformity with the plans approved 
iy the Government, The Execitive has also been ait- 
thorized to formulate the conditions of a contract for the 
construction of a railroad from Viacha td Oruro in con- 
nection with branch lines from Grayyui to La Paz, and 
iffrom Oruro to Cochabamba, offering as a guarantee for 
the building of same the fi¥st section of the line from 
‘Witicaca to La Paz, together with the receipts from the 
tax on alcohol for such a time as may be necessary, 
paying interest ©n the amount invested at @ per cent. 
per annueh, 


‘Graphite Grease for Signals. 

A 4@port by the supervisor of signals on & trunk line, 
‘shoWing the satisfactory results obtained with a water- 
proof graphite grease, says: “At one point, from Ort. 1 
to Nov. 28, 44 Ib. of the graphite grease was. used on 
locks, cranks and compensators on outsidé, and on ma- 
chine in tower. The cost of putting on Was found to be 
very little more than oil. The same test was made at 
another point on the road with the same good results. 
The supervisor found the Water-proof graphite grease 
better than any other kind of lubricant, as it can be ap- 
plied quickly and stays where it is put. It is also clean, 
and the water has no effect upon it. Therefore the 
‘supervisor strongly recommends the use of this grease 
‘for all the places named above. As the graphite used 
in the manufacture of this grease is Dixon’s Pure Flake 
Graphite, the lubricating qualities are easily understood, 
‘and if the water-proof qualities are all that the manu- 
factivers claim, which the tests seem to demonstrate, its 
‘ecomomy and usefulness for all bearings and exposed 
perts of railroad signals are very evident.” 


Preventing Vibrations From Machinery. 


To what exercise of ingenuity the engineer is some- 
times put in accomplishing this was illustrated a dozen 


“or more years ago in one large factory where, on an 


upper floor, a row of small engines had to be installed 
for the independent driving of a corresponding number 
of different machines. Though the building was of sub- 
stantial construction, with steel floor beams, it was a 
foregone conclusion that that row of engines would cause 
trouble if set with nothing but the floor as foundation, 
and as it was undesirable to raise them much above the 
floor level, each engine was provided with a separate 
foundation, built up of brick and mortar in the usual 
way, but suspended by steel straps between the floor 
beams and thus projecting down into the head room of 
the floor below. Seen from there, each foundation, with 
its engine, appeared as if resting on airy nothing. But 
those suspended foundations accomplished all that was 
expected of them as vibration absorbers, and are, as far 
as is known, still doing good service.—Cassier’s Magazine. 


Chairman Knapp’s Views. 


Hon. Martin A. Knapp, Chairman of the Interstate 
Commerce Commission, is of the opinion that the general 
rate situation of the country at the present time is com- 
paratively fair. He says: “In the East there seems to 
he a better observance of tariff than in the West. al- 
though it cannot be said that the situation is free from 
irregularities. The situation west of Chicago has im- 
proved, but whatever improvement there has been is 
solely due to improved commercial conditions. How long 
it will last will depend on the amount of tonnage avail- 
able. Certain it is this so-called improvement is not per- 
manent. The Western lines have held a number of con- 
ferences during the past vear, and undoubtedly they re- 
sulted in some good, but the good was by no means of a 
lasting character. Consolidations. such as we have wit- 
nessed of late, will not wipe out all competition or se- 
cure the maintenance of rates. In Trunk line territory 
consolidations will regulate in a measure, but the same 
doctrine cannot apply to the West. There are too many 
diverse interests, and I do not look for any radical de- 
velopments in that territory. I do not regard consolida- 
tion as the solution to the railroad problem, Legislation 
is necessary; pledges and agreements are ropes of sand. 

“Every sound-thinking official to-day admits the inade- 
juacy of the present Interstate Commerce law and the 
need for amending the same. As a body. the Western 
executives have acknowledged that their efforts to effect 
permanent tariff improvement have been in vain, and 
there is now a movement among the roads to come to- 
xether and meet the Interstate Commerce Commission 
and shippers in an effort to secure needed legislation. I 
‘io not believe that the Cullom bill will pass. Person- 
ally, I have never favored the measure in its present 
shape, but I do believe that legislation can and will be 
secured at the next session of Congress which will be 
satisfactory to the roads and shippers alike. The Com- 
inission and shippers are disposed to meet the railroads 
‘ore than half way. It is time that something should 
'e done to remove the evil effects of the Anti-Trust act. 

Leonard’s Railway News. 


LOCOMOTIVE BUILDING. 
fhe Oregon Short Line has bought five engines from 


‘‘ock from the Cooke Locomotive & Machine Co. 


The International & Great Northern has ordered 15 

omotives from the Cooke Locomotive & Machine Co. 

The New York. Philadelnhia & Norfolk is having two 
‘ugines built by the Baldwin Locomotiye Works, 














THE RAILROAD GAZETTE 


CAR BUILDING. 





The Chichgd, Milwaukee & St. Paul will build some 
box cars Of large capacity. 

The Lilinois Central has ordered 1,000 box cars from 
the American Car & Foundry Co. 


The Louisville & Nashville wilt, it 38 Stated, build 250 
freight cars at its New Decatur shops. 


The Genertl Chemical Co., New York, has ordered 20 
cats frém the American Car & Foundry Co. They will 
be built at Milton. a 

The Lake Shore & Eastern has ordered 150 gondola 
cars, of 100,000 Ibs. capacity, fn the Pressed Steel 
Car Co. : 

The Nevéda-California-Oregon has ordered two coaches 
and two combination cars from the American Car & 
Foundry Co. 

The Pittsburgh, Shawmut & Northern has ordered 550 
hopper bottom coal cars from the American Car & Foun- 
dry Co. 

The Bl Paso & Northeastern has ordered 50 coal, 25 
box and six Water (tank) cars from the American Car & 
Poeundry Co. 

The Soc. Hullero Espanols & Barcelona, of Spain, has 
ordered 12 freight cars Trom the American Car & Foun- 
dry Co. 


The Pere Marquette has ordered one parlor and buffet, 
two parlor, and two buffet passenger cars from the Amer- 
ican Car & Foundry Co. 

The Ohio & Little Kanawha has ordered 10 freight cars 
from the American Car & Foundry Co. They will be 
built at St. Charles. 


The Great Northern Was ordered 3,600 box and 3,000 
coal cars from the Haskell & Barker Car Co. and is 
reported 7H the market for 98 cars for passenger sefvice. 


The Richmond & Petersbure es F. Pfetch, General 
Manager, Richmond, Va.), an electric road now building, 
is asking bids 6n seven cars, 


Whe Missouri, Kansas & Texas order with the American 
Car & Foundry Co., referred to Feb, 1, calls for 1,000 
hox, 800 coal and two combination coal and stock cit's. 


The Soc. Miniére & Métallurgique de Penarroya, oper- 
ating two small! railroads it Spain, has ordered 50 flat 
bottom and six hopper bottom, gondola cars from the 
American Car & Foundry Co. The principal office of the 
company is 12 Place Vendome, Paris, France. 


The Lehigh Valley has ordered seven coaches frdni 
the Wason Car Mfg. Co.; four coachés with stidking 
compartments from the Jacksen & Sharp Co.; and three 
combination passenger and baggage, and six baggage cars 
from the American Car & Foundry Co. All will have 
wide vestibules. 


The St. Louis Southwestern order with the American 
Car & Foundry Co., mentioned in our issue of Dec. 28, 
calls for 500 box cars of 60,000 Ibs. capacity for imme- 
diate delivery. They will weigh 35,500 Ibs., measure 36 
ft. long, 8 ft. 10144 in. wide, and 6 ft. 10 in. high. The 
special equipment includes American and Shickle, Har- 
rison & Howard bolsters, National hollow brake-beams, 
“Diamond S” brake-shoes, Westinghouse brakes, St. 
Louis flush doors and Player trucks. 


The Delaware, Lackawanna & Western order with the 
Barney & Smith Car Co., for 15 passenger coaches, men- 
tioned in our issue of Feb. 1, calls for June 15 delivery. 
The cars will measure 55 ft. over end sills and 9 ft. 8 in. 
wide over side sills, and will be equipped with Sterling- 
worth brake-beams, Westinghouse brakes, Magnus brasses, 
Gould couplers, Forsythe curtain fixtures, Pantasote cur- 
tains, Standard steel platforms, Pintsch gas, and Gould 
broad vestibules on eight of the cars and open platforms 
on the others. 


The, Missouri Pacific order with the American Car & 
Foundry Co. for 15 coaches and 10 chair cars, noted Jan. 
25, calls for May and June delivery. The coaches will 
have 70 seats and measure 62 ft. long, 10 ft. 1 in. wide 
and 10 ft. 6% in. high; the chair cars will have 55 seats 
and measure the same as the coaches. The specifications 
call for National hollow brake-beams, Westinghouse 
brakes, Burrowes’ spring roller curtain fixtures with 
Pantasote curtains, M. P. standard draft rigging, McCord 
Journal boxes and journal box lids, Pintsch gas, Standard 
steel platforms and Pullman wide vestibules. 


BRIDGE BUILDING. 

ASULAND., Ky.—The Ashland & Ironton Bridge Co., 
incorporated under the laws of the states of Kentucky 
and Ohio, is advertising its intention to build a_ bridge 
across the Ohio River about one mile below the town of 
Ashland, Ky., to Tronton, Ohio. A.C, Campbell, John S. 


ITager and B. W. Stack, of Ashland. are reported in- 
terested. 


BARBERTON, Outo.— A bridge will be built over the rail- 
roads, according to report, by the Barberton Belt Line 
Rn. Wh. : 

Roonrt, Towa.—A two-span iron bridge, according to re- 
port, will be built over Skunk River north of this place. 


Boston, Mass.—<A_ bill has been introduced in the 
Massachusetts House providing that a bridge be built 
from a point opposite Leverett street, Boston, over Fort 
Point Channel to Cambridge, to be under the supervision 
of the Metropolitan Park Commissioners, and to cost not 
more than $700,000, the cost to be apportioned between 
Cambridge, Boston, Newton and Watertown. 


Britisir Arrica.-—The American Bridge Co. has closed 
a contract with the Crown Agents for the Colonies of 
Great Britain, to furnish and erect on the line of the 
Uganda Railway in Africa 20 viaducts. This will require 
about 6,000 tons of steel work. These viaducts consist 
of plate girder spans on towers: the highest tower will 
be 112 ft. Sir A. M. Rendel & Co., of London, England, 
are the Engineers for the Crown Agents. 


CEDAR FALLS. Towa.—We are informed that bids are 
wanted. Feb. 8, by D. W. Foote, County Auditor, at Wat- 
erloo, Iowa, for a steel girder highway bridge 362 ft. 
long on masonry foundations across the Cedar River at 
Cedar Falls, estimated to cost $25,000. Plans are on file 
with the County Auditor. 


CepAarR Rapips, Towa.—The State Board of Railroad 
Commissioners has approved the modified plans of the 





z, Viaduct on Avenue A, over the tracks of the Illinois Cen- 


tral on Fourth street. 
CHARLOTTETOWN, PRINCE EDWARD ISLAND.—Bids are 


iol 


asked, by the Department of Public Works, Richard 
Smith, Secretary, for rebuilding Leslie’s bridge at Souris 
Wert. Plans can be seen at the office of Hon. Thomas 
Kickham, Souris. | 

CuHicago, Tu1u.—The Trustees of the Sanitary District 
have let contracts as follows for the new bridges to be 
built at Canal street, Ashland avenue and at Main street: 

Canal street bridge i 


Lydon & Drews Co., substructure... ..5...-- wseeeee $05,914 

American Bridge Co.. supersttucture. .. 6.2.6.6... eee 71,14 
ora au vg hed sa a tauwh dae eatencas senvaone eel $125,014 
Main street bridge- 

Lydon & Drews Co., substructure................00. 51,913 

American Bridge Co., superstructure. .........6...05- 72,800 
ORBN icc dca vue dawaGadecntejdevnucehecywhume ts . $424,713 
Ashland avenue bridge ; ‘au ieiais 

Page & Schnable, substrucitire:....:. ebeyaas aos 4 4 

Massillon Bridge & Irén Ce.; superstriicture......... 91,200 
Poradl ia eee, ene Seber eM Eee ME IS 


Total cost of ‘the three bridges. ... 376,469 


CLARION, PA.—Contracts will soon be let, according to 
report, by the Clarion & Summerville R. R., for a bridge 
250 ft. long over the ravine and creek at Summerville. 
The office is at 314 Fourth avenue, Pittsburgh, Pa. 


CLEVELAND, On10o.—The New York, Chicago & St. 
Louis, according to report, is considering replacing sev- 
eral bridges with new structures, , — 

The following bids Weie received, Jan. 22, for building 
the Middle Seneca street. bridge: Substructure, I.E. 
Gribbe, Cleveland,. $49,695; Beirs & Doolittle, Cleve- 
Kind, $62,728; Standard Contracting Co., Cleveland, $58 
530; superstructure, G. Wm. Doersbach, Sandusky, 460,- 
823: Andrew Dall & Son, Cleveland, $65,000; American 
Bridge Co., $64,093 ; King Bridge Co., Cleveland, $63.381 ! 
Variety Irow Works, Cleveland, S704588; Toledo Bridge 
Co... Toledo, 867,810; Massilldén Bridge Co., Massillon, 
$71,550) 


CotumBus, Onto.—County Surveyor Harry Maetzel 
informs us as follows regarding the bridge work for Frank- 
lin County in 1901, which will be let at three different 
lettings, viz., March 13, 20, and 27: ; 

Uibernia Bridge over Big Walnut Creek on the Na- 
tional Road.—This is a three-span, thréugh, skey. plate 
girder bridge; ench girter 78 ft: long, with brick paved 
roadway 2114 ft: wide, and side road (unpaved) for siti- 
gle track street railroad. ; 

teynoldsburg Bridge over Black Lick Creek on the Ni- 
tional Road.—This is a single span, square, through, low- 
riveted Warren tress, 106 ft. long on end pins, with 
single paved roadway, .25 ft. wide with street railroad 
track on ohe side, Old masonry té be used With minor 
changes: , 

Sandusky Street Bridge over the Scioto River.—This 
is a two-span, square, through, Warren truss bridge, each 
span 148 ft. on end pins, with a brick paved roadway 20 
ft. wide. Work consists of new superstructure, one new 
abutment and one new pier and remodeling one old abut- 
ment in substructure, approaches and paving. 

Waterworks Bridge over Olentangy River.—This work 
consists of taking down the superstructure now located at 
Sandusky street, remodeling and strengthening it to carry 
street cars and then rebuilding it at this site. Work 
consists of superstructure (as above described), sub- 
structure (2 new abutments), approaches. Length of 
span 204 ft. on end pins. 

Milburn Bridge over Black Lick Creek on East Broad 
Street.—This work consists of taking down the super 
structure now at Reynoldsburg, remodeling it and ie- 
building it at this site. Work consists of superstructure 
(as above described), substructure (one new <abutiient 
and rearranging one old abutment), and approaches. 

In addition to this work there dre to be built quite a 
number of small bridges consisting 6f short plate girder 
spans and I beam spans; all of these will be built under 
the accepted plan for doing this work ih this county, 
namely, with permanent floors; i.e., brick arches or btickle 
plates between the I beams and concrete road surface, 


Decatur County, GA.—A bill has been introduced in 
the House and referred to the Committee on Interstate 
and Foreign Commerce authorizing the Georgia Pine Ry. 
to build a bridge over the Flint River, in Decatur 
County, Ga. 


DENVER, CoLo.—A_ preliminary survey is being made 
for the proposed viaduct on West Colfax avenue over the 
Platte River. The cost is estimated at $700,000. 


DES Moines, Llowa.—The committee to select a loca- 
tion for the viaduct on the route to the army post site, 
has recommended to the Council the construction: of the 
viaduct on Seventh street, and also include in their 
recommendation for a bridge over Coon River, and a 
secondary viaduct over the tracks of the Chicago Great 
Western south of the river. 


DICKERSON, Mp.—The Baltimore & Ohio, according to 
report, will build two steel bridges across the Monocacy 
River, near Dickerson, on the Metropolitan Branch. One 
will be 700 ft. long and the other 400 ft. 


Forr Dover, lowa.—The plans for the new viaduet 
over the tracks of the Minneapolis & St. Louis and the 
Chicago, Rock Island & Pacific have been finished. It is 
to be a steel structure 700 ft. long. (Keb. 1. p. 86.) 


GENEVA County, ALA._-The Senate, on Feb. 2, passed 
the bill providing for a bridge to be built across the Choc- 
tawhatchee River, by the Chattahoochee & Gulf Ry.. 
which had been previously passed by the House. (Feb. 
1, p. 86.) 


GLASSPORT, Pa.—The Monongahela River is to be 
spanned at Glassport by a highway bridge, in which John 
I. McIntyre, of McKeesport. is reported interested. 


Gray's Pornr, Mo.—Congress has passed the bill au 
thorizing a bridge built over the Missouri River at a 
point at or near Gray's Point, Mo., to Thebe, TIL, by the 
Southern Tllinois & Missouri Bridge Co. The bridge is to 
he used jointly by the Chicago & Eastern Illinois, St. 
Louis Southwestern and the Missouri Pacific. The cost is 
estimated between $1,500,000 and $2,000,000. The main 
channel span is to be 1.000 ft. Myron J. Carpenter and 
Chas. W. Hillard are interested. 


HIOMESTEAD, P’a.—The American Bridge Company has 
contracted with the Pittsburgh & Lake Erie for the new 
steel bridge over the Monongahela River at Homestead. 

Hunts, Que.—-The Alonzo Wright Bridge Co. will re 
build the Wright bridge over the Gatineau River. 

INDIANAPOLIS, INb.—The County Commissioners, ac- 
cording to report, have decided to build a bridge over 
White River at Raymond street. 

JERSEY Snore, Pa.—Civil Engineer Henry C. Reeder 
will make plans for the proposed improvements to the 
two iron county bridges over the river at this place, which 
are to be crossed by a trolley road. 
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KINGSTON, TENN.—The Senate has passed a bill au- 
thorizing a bridge across the Clinch River, near Kingston. 

MiIcHIGAN Crry, INp.—The County Council is consid- 
ering plans for a bridge at Second street. MReports state 
that bids wil! soon be wanted. 

MINNEAPOLIS, MINN.-—A new bridge is petitioned for 
at Washington avenue by the citizens of South Minne- 
apolis. ; 

Mouing, I_tt.—On Feb. 2, the Senate passed the bill 
already passed by the House, authorizing the Moline & 
Peoria R. R. to build a bridge across Rock River. (Feb. 
1, p. 86.) 

—An iron bridge, to cost $10,000, is 
Ellington, Mayor. 


MONTEZUMA, GA, 
proposed at this place. J. ¢ 


NASHVILLE, TENN.—The Citizens Bridge Committee 
contemplate building a bridge across Cumberland River 
at Broad street in connection with a proposed boulevard. 


New York, N. Y.—The U, S. Harbor Line Board gave 
a hearing, on Jan. 31, in New York, on the proposed 
Blackwell's Island bridge over the East River. The New 
York & Long Island Bridge Co. claim to own a franchise 
giving it exclusive rights for a bridge over Blackwell's 
Island. The Secretary of War has not yet approved the 
plans for this bridge. 

The House, on Feb. 2, passed a bill extending the time 
for the completion of the Hudson River Bridge until 
Jan. 1, 1912. 

Orrawa, Ont.—The Township of Nepean has made 
application to the Minister of Railways for a subway 
or overhead bridge on Wellington street, over the tracks 
of the Canadian Pacific and the Canada Atlantic. 

The Ottawa County Council has appointed a special 
committee to procure plans for a viaduct or a steel bridge 
over the railroad tracks on Richmond Road, near Hinton- 
burg. 

PARKER, S. D.—Bids are asked, until Marca 4, for a 
steel bridge 100 ft. long over Vermilion River, Marion 
Township. Joseph J. Waltner, Jr., Auditor, Turner 
County. 

PENNSYLVANIA.—Last week the Senate passed a_ bill 
authorizing the Fourth Pool Connecting R. R. to build 
and maintain a bridge over the Monongahela River. The 
usual amendments making the bridge subject to the Sec- 
retary of War in its design and construction in the in- 
terests of navigation, were adopted. Construction work 
must begin within one year and be completed in three 
vears. Samuel A, Roelofs, of Elwood City, Pa., is the 
President. 

PETERBOROUGH, ONT.—-The County Councils of Veter- 
borough and Victoria are considering building a joint 
bridge over the Burnt River near Kinmount, in the Town- 
ship of Sommerville. The Government will be asked for 
an appropriation. 

PHILADELPHIA, PA.—The Board of Street Surveyors, 
on Jan. 28, visited Chew street, Walnut Lane, Wash- 
ington Lane and Iligh street, Germantown, where it is 
proposed to change the grade crossings on the Chestnut 
Lill branch of the Philadelphia & Reading. This work 
will soon be let. 

Pine Buurr, Ark.—The Senate and House have 
passed the bill authorizing a bridge across the Arkansas 
River by Jefferson County, Ark., within five miles of Pine 
Bluff. (Fan. 1, p. 14.) 


Pirrspurcu, Pa.—A bill was introduced in the House 
during the last week in January, and referred to the 
Committee on Interstate and Foreign Commerce, author- 
izing the Western Bridge Co., to build a bridge across the 
Ohio River. We reported the incorporation of this com- 
pany Sept. 14, 1900, p. 6138. 

Superintendent John Brunner of the Bureau of En- 
gineering and Construction is preparing plans for the im- 
provement of the Point bridge. The work will cost about 
$25,000. George M. Wilson, Director of Public Works. 


PLryMoutTH, Conn.—The Selectmen of Plymouth have 
petitioned the Railroad Commissioners for a bridge over 
the tracks of the Consolidated Road at Terryville. 

Port KENNeEvy, Pa.—The Philadelphia & Reading has 
made a proposition to the County Commissioners to build 
a steel bridge over the main line tracks to replace the 
wooden structure used as an approach to the bridge now 
building over the Schuylkill. 

Rav Porrace, Ont.-—The Canadian Pacific is reported 
about to build a steel bridge at either Agnes or Hamilton 
street, Rat Portage. 

Ronson, B. C.—John Ginn, of Winnipeg, has the con- 
tract for the stone substructure of the new bridge over the 
Columbia River at Robson on the line of the Crows Nest 
Pass Ry., of the Canadian Pacific. The superstructure is 
let to the Dominion Bridge Co. The bridge will consist of 
two 200-ft. spans, a draw of 130 ft., and three 50-ft. spans, 
and will be about 50 ft. above river level. 


Rocuester, N. Y.—A bill is before the State Senate 
appropriating $35,000 for a bridge at Plymouth avenue. 


Rome, N. Y.—The State Engineer has been instructed 
to make plans for a steel bridge at East Dominick street, 
over’ Black River Canal. The present bridge at that 
place will be removed to another site. Estimated cost, 
830.000. 


RowLespurG, W. Va.—We are told that bids will be 
wanted some time during the summer, by Preston County, 
for a steel bridge about 300 ft. long over Cheat River, 
estimated to cost from $15,000 to S20,000. George IT. 
Walls, Clerk, County Court, Kingwood. 


Sr. Aubert, Ont.—Morris Shaver, of South Indian, 
Ont., is receiving bids, until Feb. 9, for a 198-ft. stecl 
bridge over the Nation River at St. Albert. 

Sr. GATHARINES, OntT.—The Railway Committee of 
the Privy Council is considering plans for the Queenston 
street bridge. 

Sr. Louis, Mo.—The House Committee on Interstate 
and Foreign Commerce has reported favorably the bill 
which reduces to 565 ft., the length of the main channel 
span of the proposed third bridge over the Mississippi 
River at St. Louis. The War Department recommends a 
span not less than 700 ft. The bill further provides that 
in case the bridge be built below the Eads Bridge, it 
shall be of an unbroken and continuous single span, and 
in case the bridge be built above the Eads Bridge and not 
more than 1,700 ft. above the bridge, it shall have three 
fixed channel spans of the same length as those of the 
Eads Bridge. That the East Louis & St. Louis Bridge 
& Construction Company has the option of building the 


proposed bridge at a point opposite or near Multianphy 
street, or three-fourths to one mile above the Eads Bridge. 

Sau._r Sre. MarizE, Ont.—Wm. Morris, of Toronto, 
is applying for a charter for the International Bridge Co., 
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to build a bridge over St. Mary River, near Sault Ste. 
Marie. The capital stock is to be $500,000, and the 
bridge is to be a highway and trolley road bridge. It will 
have a draw of about 200 ft. 


SAVANNAH, GA.—The Seaboard Air Line is reported 
considering building a drawbridge across the Savannah 
River at Savannah to cost about $100,000, to connect its 
terminals on Hlutchinson’s Island with the city. 


SHREVEPoRT, LA.—The U. S. Senate has passed a Dill 
authorizing a bridge and a dam_built across the Twelve- 
Mile Bayou, Louisiana. Some time ago we reported that 
the Texarkana, Shreveport & Natchez contemplated a 
bridge at this place. 

Srrona, KAN.—Reports state that bids will soon be 
wanted by the County Commissioners at Cottonwood Falls 
for a bridge across Cottonwood River. 


TreENtTON, N. J.—The House, on Feb. 1, passed the bill 
authorizing the United New Jersey R. R. & Canal Co. 
(Vennsylvania R. R.) to build a four-track bridge across 
the Delaware River near Trenton. — bill has already 
passed the Senate. (Jan. 25, p. 67. 


WatrerrorD, N. Y.—-A bill has been introduced in the 
Assembly appropriating $10,000 for a bridge over Fulton 
street in the town of Waterford. 


Warertoo, lowaA.—The Board of Supervisors of Black 
Hawk County have made an appropriation of $25,000 for 
a new bridge across Cedar River at the foot of Fourth 
street in this city. The balance of the cost of the bridge 
will be paid by the city and the Cedar Falls & Waterloo 
Rapid Transit Company. 

WELLAND, ONnT.—Welland County proposes to build 
two bridges over the Welland River, for which plans and 
specifications are asked. 

The County Council will also build a bridge over the 
canal connecting east and west Main streets. E. Morris, 
Warden of the County, has reported that it will be neces- 
sary to rebuild three bridges, namely Montrose, Beckett's 
and O’Reilly’s. 

WuFEELING, W. VA.—The Tennessee & North Carolina 
will soon need a number of bridges. Address J. J. Hol- 
loway, President. 

WILMINGTON, Det.—The New Castle County Levy 
Court has petitioned the Legislature to issue bonds for 
about $170,000 to complete the bridge over Seventh street, 
and to build a new cantilever bridge over Christiana 
River at Market street. The War Department has or- 
dered the removal of the present Market street bridge. 


WINNIPEG, MAN.—It is reported that Kelly Bros., of 
Winnipeg, have the contract for the masonry work on 
the new Canadian Pacific bridge over the Red River at 
Winnipeg. The Dominion Bridge Co., as stated in this 
column, Dee. T, p. 16, has the contract for the super- 
structure. The total cost is to be about $160,000. The 
dimensions are: Total length, 720 ft.; four fixed spans, 
120 ft.; draw span, 240 ft.: two abutments and five piers. 
The bridge is to be 70 ft. high, and located some distance 
up the river from the old structure. 

York, Nes.—Bids are wanted, until Feb. 26, for bridges 
to be built by the county during the year. C. C. Boslan, 
County Clerk. 





Other Structures. 


CoLLINWwoop, Onto.—The Lake Shore & Michigan 
Southern is reported making plans for shops at Collin- 
wood, about 7 miles east of Cleveland, which will include 
the following: A machine shop, 530 x 240 ft.; storehouse, 
60 x 300 ft.; power house, 85 x 116 ft.; paint shop, 335 x 
160 ft.; car shop, 335 x 110 ft.; a freight repair shop, 
335 x 110 ft. In addition there will be a brass foundry, 
a blacksmith shop, a boiler shop and other buildings, av- 

eraging about 100 x 300 ft. All the buildings are to be 
brick, with steel frames. 

CONNELLSVILLE, PA.—We are informed that plans are 
being made for new shops for the Baltimore & Ohio at 
Connellsville, to replace those recently burned. 


Dover, N. J.—An ordinance is before the Dover Council 
for a new depot for the D., L. & W., which is to be built 
of brick and granite. The main building will be 90 ft. 
long and about 40 ft. wide. 


Forr BARRANCAS, FLA.—Proposals will be received, 
Feb. 25, for building a wharf, officers’ quarters, barracks 
and storehouse at Fort McRee, Fla. Address T. N. 
Ilorn, Q. M. 

GALVESTON, TEX.—Richardson & Co., who own and 
operate grain elevators along the Santa Fe, are reported 
to be considering building a new grain elevator at the 
east end wharves of the Santa Fe in Galveston. 


New OrvteEANS, LAa.—The contract for building the 
new Louisville & Nashville passenger depot in New Or- 
leans has been let to Walter T. Carey & Bros., of New 
Orleans. The structure will be of pressed brick and cost 
about 850,000, 


New York, N. Y.—The American Bridge Company has 
a contract for furnishing the steel work to the Bureau 
of Yards & Docks for building No. 22 at the New York 
Naval Yard. 

TEILUANTEPEC, MEX1co.—Inquiries are reported in the 
market for structural material for the repair shops of the 
National Tehuantepec Ry. of Mexico, building at Coatza- 
coaleos. The contract will amount to about $60,000. 


Wasuineton, D. C.—A bill was favorably reported 
last week in the House providing for a new municipal 
building for Washington to cost, including the site, not 
over $2,500,000, and to be used by the United States and 
District of Columbia jointly. 

A bill was also favorably reported in the House provid- 
ing for a temple of justice for the accommodation of the 
United States and District Courts, Department of Jus- 
tice, National Law Library, ete., to cost not over $7,- 
000,000. 

WitLMAR, Minn.-—The Great Northern contemplates 
building a freight depot during the spring in connection 
with changes on the Breckinridge Division. 





MEETINGS AND ANNOUNCEMENTS. 


(For dates of conventions and regular meetings 
of railroad associations and engineering 
societies see iid page wi.) 


St. Louis Railway Club. 

A regular meeting of the St. Louis Railway Club will 
he held at the Southern Hotel, Friday, Feb. 8, at 3 
o'clock p.m. Mr, A. Gohen, Master Car Painter of 
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the Big Four, will present an answer to Question No. 
17, on “The best coating to prevent effect of salt water 
on iron of refrigerator cars, ” and — to other ques- 
tions requested in the cire ular dated No 28, 1900, not 
previously reached, will be read and pth Py 


Saratoga Conventions. 

The United States Hotel will be opened June _15, in 
time to accommodate members and guests of the Master 
Mechanics’ and Master Car Builders’ conventions. Spe- 
cial efforts will be made to accommodate those who will 
attend the conventions. The hotel is the largest in Sara- 
Sogn, and is near the headquarters, and opposite the 

Saratoga Theater, where the meetings of the associa- 
tions are held. Rooms may be reserved now by applying 
to the oO Messrs. Gage & Perry, Saratoga 
Springs, N. 


Car Foreman’s Association of Chicago. 

A meeting of the Car Foreman’s Association of Chi- 
cago will be held Wednesday evening, Feb. 18, at room 
209 Masonic Temple, Chicago. A number of topics re- 

garding car interchange will be discussed, and Mr. S. 
Shannon will read a paper on loose draft rigging and 
neglected bodies of cars. Mr. O. M. Stimson, Master 
Car Builder, Swift & Co., Chicago, has been appointed 
Chairman of a Committee on Revision of the Inter- 
change Rules. The recommendations of this committee 
will be presented at the March meeting, and suggestions 
as to changes in the rules should be sent to Mr. Stimson 
at an early date. 








PERSONAL. 


(For other personal mention see Elections and 
Appointments.) 


—Mr. W. C. Tunstall has been appointed a member of 
the Alabama Railroad Commission to succeed Mr. Os- 
ceola Kyle, appointed Judge. 

—Mr. H. C. Davis, President of the State Line & 
Sullivan (Lehigh Valley), died recently at his home in 
Philadelphia. He was 62 years old. 

—Mr. James H. Thompson, at one time General Mau- 

ager of the Greenwich & Johnsonville, died Feb, 3 at 
his home in Greenwich, N. Y. 


—The home address of Mr. E. John, lately Vice- 
President and Gener al Manager of = Seaboard Air Line, 
is No. 72 Bute street, Norfolk, Va., where communica- 
tions will always reach him. 


—Mr. Henry A. Rubidge, Secretary and Auditor of 
the Chicago & Eastern Illinois, died recently at Mag- 
nolia Springs. He was born in Peterboro, Ont., in 1850, 
and had been with the Chicago & Eastern Illinois for 
several years. 

—Mr, George C. Smith, who has resigned as General 
Manager of the St. Louis-Louisville Division of the 
Southern Railway, on Feb. 1, became associated with 
the W estinghouse interests as Vice-P shag of the Se- 
curity Investment Company at Pittsburgh, Pa. 


—Mr. W. B. Worthington, Chief Engineer of the Lan- 
cashire & Yorkshire Railway, with two of his staff ar- 
reed in New York last Saturday, and will sail (return- 
ing) in four weeks. He will go as far West as Chicago. 
and will make as careful study as his time allows of 
the engineering et transportation features of our rail- 
roads. 

—Mr. Frederick C. Stevens, who has been since last 
spring President of the W ashington Traction & Electric 
Company, which includes 11 street railroads and two 
electric lighting companies, resigned on Jan, 30 in order 
to give his attention to other interests. Mr. Allan L. 
McDermott, of Jersey City, a member of Congress from 
New Jersey, was elected to succeed Mr, Stevens as 
President of the companies. 

—The Supreme Court of Missouri has removed Mr. 
Joseph Flory, Republican, from the office of Railroad 
Commissioner, and seated Mr. Joseph P. Rice appointed 
by Governor Stephens. Mr. Flory contested the right 
of Mr. Rice to the seat on the ground that Mr. J. T. 
Herrington, Democrat, who was elected in November, 
died before the office became vacant, and consequently it 
could not be filled by appointment, but that another elec- 
tion must be held. 


—Mr. John T. Keith, the new Superintendent of the 
Wyoming Division of the Lehigh Valley at Wilkesbarre 
’a., was born Sept. 30, 1853. He entered railroac 
service as a passenger brakeman on the Pittsburgh & 
Connellsville, Nov. 5, 1869. He served through the vari 
ous grades up to passenger conductor until August, 1885 
and then as conductor on the Pittsburgh & Lake Erie. 
becoming Trainmaster for that “company in December, 
1889. He was made Superintendent of the Mahanoy & 
Hazleton Division in June, 1898, and was transferred to 
the Wyoming Division on Feb, 1 last. 


—Mr. Samuel Whinery, M. Am. Soc. C. E., is avail- 
able for an engagement, the company with w hich he has 
been connected for the past 15 years having gone out of 
business. _ present address is 45 Glenwood avenue. 
East Orange, N. J. He would prefer an engagement 
in an executive and managerial position, much of his re- 
cent experience having been in such positions, As an 
engineer and as an executive officer he is widely known, 
especially perhaps in Cincinnati and New York. He is 
now a director of the American Society of Civil Engi- 
neers, having served the Society also one term as Vice- 
President. 

—Mr, A. H. Sanford has spent his entire railroad serv- 
ice with the Pennsylvania Company. He was born at 
Freedom, Portage County, Ohio, Sept. 29, 1866, and was 
graduated from the Case School of Applied Sciences at 
Cleveland, Ohio, in 1889. His railroad service began in 
1890 as assistant on the E ngineering Corps of the Cleve- 
land & Pittsburgh. He was Acting Assistant Engineer 
of Maintenance of Way tor the same company from 1895 
to 1896, when he took a similar position with the Pitts- 
burgh, Fort Wayne & Chicago. From 1898 he was En- 
gineer of Maintenance of W: ay on the Toledo Division 
and has just been transferred to a similar position at 
Louisville, Ky., on the Louisville Division. 


—Mr. Henry Carr Ferris, the new Assistant Chief En- 
gineer of the Ohio Central Lines at Columbus, Ohio, was 
born March 1, 1865, After taking the degree of mechan- 
ical engineer at Stevens Institute of Technology in 1888. 
he spent a year in the Engineer’s office of the Massillon 
Bridge Co. In June, 1889, he entered the service of the 
Toledo, Columbus & Cincinnati as levelman, and con- 
tinued with the same company until Dee. 1, 1893, serv- 
ing as Engineer of Maintenance of Way from July. 
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1890, and having the duties of Superintendent added 
from July 1, 1891. He then became Superintendent of 
the Western Division of the Toledo & Ohio Central, 
holding that position until Jan. 1 last, when he was 
made “Assistant Chief Engineer of the entire system 
known as the Ohio Central Lines. 


Mr. E. A. Williams, Superintendent of Rolling Stock 
of the Canadian Pacific at Montreal, was born near Wis- 
casset, Me., Oct. 4, 1848. He entered railroad service in 
se 1865, as a machinist apprentice in the shops of the 
Milwaukee & Prairie du Chien at Milwaukee, Wis. After 
that road was absorbed into the Chicago, Milwaukee & 
St. Paul, in 1874, he continued with the company, serv- 
ing as a roundhouse foreman at Prairie du Chien until 
December, 1880; as General Foreman of Locomotive and 
Car Departments on the Southern Missouri Division at 
Wells until March, 1886, and then as Assistant Master 
Mechanic at Milwaukee. He left the Chicago, Milwaukee 
& St. Paul in July, 1890, to become Master Mechanic of 
the Minneapolis, St. Paul & Sault Ste. Marie, in charge 
of Locomotive and Car Departments at Minneapolis, 
Minn. He became Mechanical Superintendent of the 
same company in August, 1893. His present appoint- 
ment as Superintendent of Rolling Stock of the Canadian 
Pacific took effect Jan. 17. 


—Mr. V. B. Lang, as noted in these columns, becomes 
Assistant Superintendent of Motive Power of the Chi- 
cago & Alton at Bloomington, Ill. Mr. Lang was born 
in New York City and was educated at the Cooper Union. 
He finished his apprenticeship in the railroad machinists’ 
trade in the shops of the New York Central & Hudson 
River in 1880, and for three years he was machinist on 
the Erie at Port Jervis, N. Y. He entered the service of 
the New York, West Shore & Buffalo as foreman of the 
machine shops at Kingston, N. Y., and held similar posi- 
tions at Coeymans, N. Y., and New Durham, N.J., serving 
in the latter place as General Foreman until January, 
1894, when he became Master Mechanic at Louisville, 
Ky., of the Louisville Southern, which was afterward 
absorbed into the Southern Ry. Continuing at Louisville 
until October, 1897, he was appointed Master Mechanic 
of the Chattanooga Division of the Cincinnati, New Or- 
leans & Texas Pacific at Chattanooga, Tenn. He en- 
tered the service of the Chicago & Alton, on Feb. 12, 1900, 
as Division Master Mechanic, at Bloomington, Ill. His 
appointment as Assistant Superintendent of Motive Power 

took effect on Jan. 15. 


—We recently published a sketch of the life of Mr. 
John Clark Sims, formerly Secretary of the Pennsyl- 
vania Railroad Company, who lately died. Following is 
an extract from a minute adopted at a_meeting of the 
Board of Directors, held Jan. 9: “He had just completed 
his twenty-fifth year of faithful and efficient service, when 
a career which seemed to promise many more years of 
useful activity was suddenly cut short, and the company 
deprived of a valued and most capable officer. Singularly 
adapted by nature and fitted by education and experience 
for the performance of the important duties entrusted to 
him, his conduct was actuated by a high sense of duty 
which won for him the entire confidence of all his asso- 
ciates. To the members of this Board, so long accus- 
tomed to his hearty greeting, his unfailing courtesy, and 
his cheery voice, his untimely death has brought a feel- 
ing of profound sorrow and a deep sense of personal loss. 
A lover of his fellows, he was in turn beloved by all sorts 
and conditions of men, and by his ever ready sympathy, 
his helping hand, and cheering word, he had specially en- 
deared himself to a wide circle of devoted friends. In 
making this record, the Board gives but brief and inade- 
quate expression of their affectionate regard for him dur- 
ing his long association with the affairs of the company. 


—Mr. Geo. W. Lewis, Superintendent of the Kentucky 
Division of the Chesapeake & Ohio, at Ashland, Ky., was 
born at Walnut Hill, Cincinnati, Ohio, Nov. 8, 1858. He 
took the degree of ‘civil engineer at the University of 
Cincinnati, in June, 1880, and entered railroad service 
the following September as Resident Engineer of the 
Vernon, Greensburg & Rushville. In July of the follow- 
ing year he became Engineer of the Kentucky Cen- 


tral, and in March, 1884, Assistant Engineer of 
the same company, and of the Elizabethtown and 
Big Sandy Divisions of the Chesapeake & Ohio. 
For three years from July, 1885, he was with a 


contractor on the Falls of the Ohio River at Louisville, 
Ixy. In March, 1888, he became Engineer for the reorgani- 
zation committee of the Chesapeake & Ohio, with juris- 
diction over the Cincinnati extension and the Cincinnati 
bridge. He has continued with the company since that 
date, serving as Engineer of Maintenance of Way on the 
Cincinnati Division from Jan. 1889; Engineer in 
charge of real estate for the entire sy stem. from March 
31, the same year; Superintendent of the Lexington and 
Big Sandy divisions from May 1, 1892; Superintendent 
of the Cincinnati Division from April 1, 1893, and now 
Superintendent of the Kentucky Division. 


—Mr. Lewis Neilson, who succeeds Mr. Sims as Secre- 
tary of the Pennsylvania Railroad Company, was born 
at Florence, N. J., on Sept. 30, 1860, and prepared for 
the University of Pennsylvania at the Episcopal Acade- 
my in Philadelphia. He entered the University of Penn- 
sylvania in June, 1877; was graduated from the college 
department in June, 1881, and entered the service of the 
Pennsylvania as weighing clerk. In 1883 he entered 
the oftice of Mr. John P. Green, then Fourth Vice-Presi- 
dent, as stenographer; Dec, 1, 1885, was promoted to 
Chief Clerk in that office, and continued to oceupy the 
position under Mr. Green’s several promotions to the 
Tlirst Vice-Presidency. During his long service in Mr. 
Green’s office he also performed work in the President's 
office, and always acted in place of the latter’s Secretary 
when the incumbent was absent. On May 1, 1897, Mr. 
Neilson was appointed Chief Clerk to the Secretary. On 
the 26th of the same month he was appointed Assistant 
Secretary pro tem. on account of the illness of the As- 
sistant Secretary, and continued to fill that office, in 
addition to performing his duties as Chief Clerk, until 
June 1, 1898, when he was appointed Assistant Secre- 
tary of the Pennsylvania Railroad Company and of the 
Philadelphia, Wilmington & Baltimore. On June 27, 
898, he was appointed to fill the same position with the 
Philadelphia & Baltimore Central Railroad Company, 
and on June 3, 1898, Secretary of the Manor Real Estate 
and Trust Company. Mr. Neilson has charge of the 
lighting, heating, policing and care of the general office 
building with its two thousand occupants. He is also 
the Division Officer of the Relief Department for the 
general office. On Jan. 23, 1901, he was elected Secre- 
tary of the Pennsylvania and of the Philadelphia, Wil- 
mington & Baltimore. Mr. Neilson has for many years 
been prominent in the graduate councils of the Uni- 
versity of Pennsylvania, and is an amateur musician of 
some attainment. His intelligence, good judgment and 
thoroughness in business organization and detail have 
rendered his services of great value to the Pennsylvania 
Railroad Company, and to the many societies and asso- 
ciations with which he has been connected, 
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ELECTIONS AND APPOINTMENTS. 


Arkansas Southern.—W. W. Brown has been elected 
Second Vice-President and T. J. Gaughan Secretary. 


Atchison, Topeka & Santa Fe—The position of Super- 
intendent of Car Service is abolished and that of Su- 
perintendent of Transportation created, with A. W. 
Towsley in charge, effective Feb. 1. 

Augusta Southern (Southern) —H. McWhorter was re- 
cently elected President, succeeding J.,U. Jackson, 
resigned. 

Central New England.—W. J. Martin has been appointed 
Traffic Manager in addition to his duties as Superin- 
tendent, and D. A. Geraty, General Freight Agent, 
with headquarters at Hartford, Conn., effective Feb. 1. 


Chicago & Alton—M. L. Morris has been appointed En- 
gineer Maintenance of Way, with headquarters at 
Springfield, Ill. 


Chicago, Milwaukee & St. 
elected a Director, succeeding the late P. 


Cleveland, Cincinnati, Chicago & St. Louis.—A. 8S. In- 
galls, heretofore Assistant Division Superintendent at 
Clevel and, Ohio, has been appointed Superintendent. 


Colorado Midland.—Chas. D. Simonson has been ap- 
pointed General Eastern Agent, with headquarters at 
No. 425 Broadway, New York City. 


Colorado Springs & Cripple Creek District.—S. J. Heury 
has been appointed Traffic Manager, with headquarters 
at Colorado Springs, Col. 


Cuba Company.—R. G. Ward was, on Jan, 25, appointed 
Acting Manager of Construction for the Western Di- 
vision. 








a has been 
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Delaware, Lackawanna & Western.—David Brown has 
been appointed Asistant Superintendent of Motive 
Power and Machinery, with headquarters at Scran- 
ton, Pa. M. B. Casey has been appointed Acting Su- 
perintendent of Car Service, with headquarters at 
Scranton, Pa. 


Florida East Coast.—R. 'T. Goff has been appointed Gen- 
eral Superintendent and is succeeded as Superintendent 
by D. P. Wing. 


Grand Trunk.—J. E. Muhlfeld has been appointed Mas- 
ter Mechanic, succeeding A. G.. Elvin, of Montreal, 
resigned. FE. Jameson becomes Master Mechanic 
of the Western Division, with headquarters at Battle 
Creek, Mich., having jurisdiction over all matters per- 
taining to this department, excepting those at Fort 
Gratiot Shops and Port Huron Tunnel Pumping Sta- 
tion. J. McGrath becomes Master Mechanic in charge 
of the Fort Gratiot Shops and Port Huron and Sarnia 
Pumping Stations, effective Feb. 


Kansas City, Fort Scott & Memphis.—N. Thayer has 
heen elected Chairman of the Board, succeeding H. H. 
Ilunnewell, resigned. 


Kansas City, St. Joseph & Council Bluffs (Chicago, Bur- 
lington & Quincy) —The jurisdiction of G. M. Hohl, 
Superintendent, has been extended to include the term- 
inals at St. Joseph. 


Lehigh Valley—G. S. Brantingham, Superintendent of 
Floating a having resigned, the position is 
abolished. J. H. Clark has been appointed Chief En- 
gineer in charge of Maintenance of Floating Equip- 
ment. 


Missouri, Kansas & Texas of Teras.—T. Noel has been 
appointed Assistant General Freight Agent, with head- 
quarters at Houston, Tex., succeeding J. L. West, 
transferred. 

National of T'chuantepec.—M. R. Mellor, Assistant Man- 
ager, was appointed Chief Engineer also. 


New York Central & Hudson River.—¥. L. Pomeroy has 
been appointed Assistant Traffic Manager, with head- 
quarters at Grand Central Station, New York City. F. 
W. Chaffee, heretofore Master Car Builder at West 
Albany, has been appointed General Inspector for the 
Car Department, with headquarters at Albany Tas- 
senger Station, and will have supervision of all car 
inspection points on the road, and the condition of car 
equipment in service, reporting to the Assistant Super- 
intendent of Rolling Stock. The position formerly held 
by Mr. Chaffee is ‘abolished. James Buchanan, Divi- 
sion Superintendent of Motive Power at West Albany, 
has resigned and, until further notice, reports and cor- 
respondence regarding Locomotive Department matters 
on the Middle and Hudson Divisions; also reports 
and correspondence regarding Car Department mat- 
ters on the Middle Division, will be sent to BE. E. Davis, 
Assistant Superintendent Motive Power, at West Al- 
bany, who will assume direct supervision of the locomo- 
tive and car shops at West Albany, in addition to his 
other duties, conferring in matters pertaining to the 
Car Department, with the Assistant Superintendent 
Rolling Stock. John Howard, heretofore Acting Divi- 
sion Superintendent Motive Power of the Pennsylvania 
Division, has been appointed Division Superintendent 
Motive Power, succeeding George Thompson, resigned. 
Ik. L. Somers has been appointed General Western 
Freight Agent, with headquarters at 205 South Clark 


street, Chicago, Ill. I’. KE. Herriman has been ap- 
pointed General Coal Agent, effective Feb. 1 

New York, Chicago & St. Louis.—-S. K. Blair, heretofore 
Trainmaster, has been appointed Division Superin- 
tendent at Fort Wayne, Ind., succeeding C. D. Gorham, 
who has become Division Superintendent at Buf- 
falo, N. Y 


Northern Pacific.—A. M. Cleland has been appointed As- 
sistant General Passenger Agent at St. Paul, Minn., 
succeeding A. L. Craig, resigned. 


Ohio River & Lake Erie——E. E. Scranton, heretofore 
General Manager of the Alliance & Northern, has been 
appointed Superintendent at Alliance, Ohio, of the O. 
R. & L. E., succeeding H. D. Emerson, resigned. 


Oregon. Railroad & Navigation—A. L. Craig has been 
appointed General Passenger Agent at Portland, Ore. 


Oregon Short Line.—S. W. Eccles, General Traffic Man- 
aoe ps: Salt Lake City, Utah, has resigned, effective 
eb. 15. 


Pennsylvania.—A. J. County and K. S. Green have been 
appointed Assistant Secretaries of this company and 
the Philadelphia, Wilmington Baltimore. Mr. 
County is also Superintendent of the Employees’ Sav- 
ing Fund. Lewis Neilson succeeds the late Mr. Sims 
as Secretary of the P., W. & B 
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Quincy, Carrollton & St. Louis.—F. 
pointed Auditor, succeeding J. K. Connor, resigned. 


Red, White, Blue and Canada Southern Lines.—W. F. 
Wilson has been appointed General Manager, succeed- 
ing F. L. Pomeroy, resigned. 


St. Louis, Tron Mountain & Southern (Missouri Pacijie). 
—Effective Feb. 1, the office of Acting Superintendent 
of the Central Division is abolished and the division is 
divided as follows: The lines between Coffeyville, Kan.. 
and the south end of the lower bridge, East Little 
Rock, Ark., will be known as the Central Division. 
The lines between Little Rock, Ark., and Alexandi ‘ia, 
La., will be known as the Valley Division. W. Tyler 
has been appointed Superintendent of the Central Divi- 
sion, with headquarters at Van Buren, Ark., and F. 
B. DeGarmo Superintendent of the Valley Division at 
Mer Rouge, La. The jurisdiction of Superintendent W. 
J. McKee has been extended over the terminals at 
Little Rock, Ark. 


Carter has been ap- 


San Pedro, Los Angeles & Salt Lake.—R. FE. Wells. here- 
tofore Assistant General Manager of the Santa Fe, 
Prescott & Phoenix, has been appointed General Man- 
ager of the S. P., L. A. & S. L. (See Los Angeles & Salt 
Lake, R. R. Construction column, Dec. 21, 1900, p. 
852.) 

Seaboard Air Line.—C, W. Lee has been appointed Mas- 
ter Mechanic, with headquarters at Fernandina, Fla. 


Tennessee Central—W. A. Beatty has been appointed 
General Freight and Passenger Agent, succeeding L. C. 
Gunn, assigned to other duties. 


Texas Central.—D. J. Timlin has been appointed Master 
Mechanic at Walnut Springs, Tex., succeeding W. B. 
Warren. 


Tifton, Thomasville & Gulf.—G. J. 


) } j Huson has been ap- 
pointed Superintendent. 


RAILROAD CONSTRUCTION. 


New Incorporations, Surveys, Etc. 


ATCHISON, TopEKA & SANTA FE.—Citizens of Tulsa, 
Ind. T., are asking the company to extend its Bartlesville 
branch from Owasso southwest about 15 miles to their 
city. The branch was completed to Owasso last year. 


BEAUMONT & Sour LAKE.—This company was incor- 
porated in Texas, Jan. 30, with a capital stock of $90,000, 
to build a railroad from a_point on the Gulf, Beaumont 
& Kansas City, in Hardin County, at a point near Smith's 
Siding, to run southwest about 15 miles to Sour Lake. 
The principal office is Hooks Switch. Among the in- 
corporators are: J. IF. Keith, B. R. Norvell and Geo. 
C. Young. 


BEAUMONT NORTHERN.—This company was incorpor- 
ated in Texas, Jan. 29, with a capital stock of $100,000, 
to build a railroad from Beaumont north about 35 miles 
into Jasper County. The general office ; at Beaumont. 
The incorporators are: W. A. Fletcher, E. A. Fletcher, 
N. N. Crary and others, all of Beaumont. 


British CotumBiA Roaps.—Macdonald, Boland & 
Thompson, of Toronto, are applying to the Dominion 
Parliament to — a line from the International boun- 
dary near Cascade City, B. C., west along the valley of 
the Kettle River to Carson, on the boundary line, with a 
50-mile branch from Grand Forks up the North Fork of 
the Kettle River, and another from Grand Forks south- 
west via Greenwood to Midway. 

A. B. McGovern, of Ottawa, is making application to 
the Dominion Parliament to build a line from Kitemat 
Harbor. B. C., east and north to Teslin Lake, thence 
along the shore of Teslin Lake and the Hootalinqua River 
= intersection of the Yukon River, thence to Dawson 

ity 


BRITISH YUKON.—Chrysler & Bethune, of Toronto, are 
applying to Parliament for an act authorizing this com- 
pany to build a line from Fort Selkirk to Dawson City: 
thence west to the 141st meridian, and branch lines not 
over 50 miles long. 


CANADIAN NorRtTHERN.—Munson & Allan, solicitors for 
Mackenzie & Mann, at Winnipeg, have given notice of 
application to Parliament to build a railroad from the 
International boundary line between Ranges 1 and 6, 
west to the town of Gladstone, B. C., with branches from 
points on the main line to Carman and Holland, and the 
towns of Carberry and Neepawa, and a branch line east 
from Mordon to connect with the Canadian Northern at 
some point between Township 6 and the International 
boundary line, and to some point on the Western boun- 
dary of the province. 


_ CAROLINA NoRTHERN.—The Carolina Construction Co. 
is reported to have taken the contract for the extension 
from Barnesville, N. C., south about 29 miles to Marion, 


S. C. A. L. Cumming, of Lumberton, N. C., is Chief 
Engineer. (Oct. 5, 1900, p. 661.) 


CHESAPEAKE BeAcu.—Cogan Bros., of Washington, 1. 
C., are reported to have taken the contract for filling in 
all the trestle work on this line which was aca 
about a year ago. 


CHESAPEAKE TRANSIT.—Isaac Kalker & Son, of Phil- 
adelphia, are reported to have taken the contract for build- 
ing this line from Norfolk, Va., to Cape Henry, about 
20 miles. Abram C. Mott, of the Abram-Cox Stone Co., 
of Philadelphia, is President. (Construction Supplement, 
July 27, 1900.) 


Cuicaco & NoRTHWESTERN.—An officer of the Fre- 
mont, Elkhorn & Missouri Valley writes that there is no 
truth in the report that this company is making surveys 
for an extension a Valentine, Neb., toward Scranton, 
Colo. (Jan. 11, p. 34.) 

The company rh ‘reported considering plans for an ex- 
tension of the Clinton-Anamosa branch from Anamosa, 
Iowa, northwest about 90 miles through Jones, Linn. 
Benton, Black Hawk, Grundy and Butler counties to 
Parkersburg, on the Blue Earth-Belle Plaine Division. 


CHIcAGO, Rock ISLAND & F scerre. haseneants are 
heing made, according to report, for straightening the 
Kansas City Division in Washington and Jefferson coun- 
ties, Iowa. Surveys have been completed and the com- 
pany has asked the Board of Railroad Commissioners to 
permit condemnation proceedings along the survey. 

Right of way is reported being secured for a cut-off in 
Jefferson County, Iowa, between Brighton and Perlee. 


Cuoctaw, OKLAHOMA & GuL¥F.—The_contracts for 
building the extension from Hartshorne, Ind. T., south- 
west 117 miles to Ardmore, on the Atchison, are reported 
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let to Bernard Corrigan, Kansas City; P. D. Dowling; St. 
Louis, and G. M. Garvey, Memphis.. The construction 
heniquarters will be at South McAlester: (Dec: 14, 
HWW, py, Sod 

This company has been or- 
ganized to build an electric railroad from Cleveland south- 
east via Berea, Medina, Wooster, Creston, Seville and 
Lodi to Wadsworth. From Cleveland to Berea it is 
proposed to use the tracks of the Cleveland, Elyria & 
Western. (Oct.-5, p. 662.) W. H. Lamprecht is Presi- 
dent, A. HI]. Pomeroy, Vice-P resident, and I’. T. Pomeroy, 
Secretary and Treasurer. 

COLUMBUS, WINCHESTER & LANCASTER TRACTION. 
This company has obtained franchises, according to re- 
port, for building an electric line from Columbus, Ohio, 
SHuthetist About BO miles vi: Groveport, and Winchester 
The intention is stated to be t6 begin Huild- 
Among the Columbus people in- 
Beggs, Howard Park 


rrverAnn & Sovruern. 


to Lancaster. 
ing early in the spring. 
terested are: R. EK. Jones, D: C, 
and EF, A. Simons: 


HASTERN TEXAS.—A contract is reported let for the 
first 28 miles of this line from Lufkin, Tex., to Crockett. 
R. HW. Keith, President of the Central Coal & Coke Co.., 
Kansas City, Mo., is President. (Nov. 30, 1900, p; 802.) 


wast Stiork.— This chmpihy, whose application fbr 
inebrporatibn Was receitly néted, préptses th build tin 
electric line from Yarmouth, N. S., to Midland. The 
plan is to acquire the Yarmouth Street R. R., and to 
push the building forward as soon as the charter can be 
obtained. Geo. Bingay, Q. C., of Yarmouth, N: S.; is 
interested. (Jan, 25, p. 69.) 

Wrie:—Drake & Stratton; of Middletown, N. Y., have 
been wwe irded a contract for building the Goshen cut-off 
of 234 miles west of Goshen, N. Building is delayed 
pe nding decisions of the courts. (Aug. 8; 1900, ps 5312) 


Fort Smitu & WeESTERN.—The people of Fort Smith, 
Ark., are said to have raised the proposed bonus of $100,- 
QO for this line from Fort Smith west through Indian 
Territory about 175 miles to Guthrie, Okla. T. | Geo. 
Hayden, of Ishpeming, Mich., is President, and F. W. 
tond, of St. Louis, Mo., is Chief Engineer. (Sept. 21, 
1900, p. G28.) 

Fokrr Worrn & NorritwesterN.—Efforts are being 
made to findnee this line which was projected some time 
ago from Fort Worth, Tex., ferthwest about 120 miles 
to Throckmorton. Surveys are completed. (Oct. 28, 
IS9R, p. TSE.) B. B. Paddock, of Fort Worth, Fex., is 
President.  (Official.) 

GRAND TRUNK.-—An officer writes that nothing definite 
is determined as to double tracking between Portland, Me., 
and Montreal, (Jan. 25, p. 69.) 

ENTERCOLONIAL & JAMES Bay.—Messrs. Archer & 
Perron, of Montreal, are applying to the Dominion Par- 
littment for a charter for this company to build a railroad 
through Ontario and Quebec from Kippewa Lake to Lake 
Abbittibi and James Bay, or an optional line from IWip- 
pewa Lake through either the Province of Ontario or 
Quebec to Lake Abbittibi to James Bay, with power to 
connect and make running arrangements with any line 
running within three miles of their line, or to purchase 
the same; also to plaice steamers on the lakes and rivers, 
build docks and wharves, telegraph lines and do a mining 
business generally. 


IXANSAS Crry, Forr Scorr & Mermpris.—An_ officer 
writes that the company proposes to lay, this spring, on 
the Arkansas District, between Hoxie, Ark., and Memphis, 
Tenn. 43 miles of 75-lb. rail, releasing 56-lb. rail; also 
about 22 miles of 75-Ib. rail on the Kansas City, Memphis 
& Birmingham, between Memphis & Tupelo, Miss.,_ re- 
leasing 60-Ib. rail. The company will also lay 32 miles of 
75-Ib. rail on the Joplin District, between Cherokee and 
Fort Scott, and 12 miles on the Springfield District, 
between Fort Scott and Springfield. (Jan. 25, p. 69.) 

KINGSTON & CENTRAL MISSISSIPPI.—An officer writes 
that this company is building from Laurel, Miss., north 
{> miles to Montrose. The line runs through an unde- 
veloped country, with no intermediate towns as yet laid 
out on the map. Among the points to be loc ated along 
the line are Bay Spring and Hamlet. The company in- 
tends to push through to Montrose without delay, and has 
material on the way for 24 miles of line, which it hopes 
to have completed by Jan, 1,.1902. There are 150 men 
at work. Francis Lampe, of Laurel, Miss., is President ; 
kW. Pettibone, Laurel, Treasurer and Manager; Gee. 
Beckner, Superintendent and Engineer, The TEastern 
representative is I. K. Stallo, of the Waldorf-Astoria, 
New York City, Vice-President. (Jan. 25, p. 69.) 


LA Crossk, BLACK RIVER FALLS & NEILLSVILLE ELEc- 
rric.-—The route of this proposed line is from La Crosse, 
Wis., northeast about GO miles via Onalaska, Midway, 
Llolmen, Melrose, Irving and Black River Falls to Mer- 
rilan. Ten miles of right of way is secured and one town 
is bonded for 89.500. The ultimate terminal is Ashland, 
2) miles from La Crosse. (Jan. 18, p. 52.) Paul Me- 
Ilugh, of Midway, is President, and Earl Pooler, Onalaska. 
Chief Engineer.  (Otlicial.) 


LOUISVILLE, ITENDERSON & Sr. Louts.—An extension 
is reported under consideration through a portion of Han- 
cock County. Ky.. from a point on the main line near 
Ilawesville, to reach coal deposits. 


MAN?TroBA Roaps.--Application is being made to Par- 
linment for a railroad from the junction of the Interna- 
tional boundary and the western shore of the LL © of 
the Woods, thence to Emerson, Rosenfelt. Rathwell, Car- 
berry, Neepawa, and the western boundary of the bel 
ince, together with a branch from a point on the line at 
Petrel to the eastern boundary of the province. 


Mextcan Roaps.—-The Government has granted a con- 
cession, according to report, for a standard gage road 
from Saltillo. State of Coahuila, to the town of Artsaga, 
in the eastern part of the State. 

Missourt Paciric.—-People of Jefferson City, Mo., are 
obtaining right of way to aid this company in a cut-off 
along the river from Jefferson City northwest about 40 
miles to Boonville, which would give a water grade nearly 
all the way from Kansas City to St. Louis. 


Norrotk & LYNN Haven.—This company, which pro- 
poses to build a line from Norfolk, Va., to a point on 
Lynn Haven Bay, eight miles, will open its subscription 
books for capital stock on Feb. 9. Colonel. Wm. Lamb, 
of Norfolk. is interested. (Construction Supplement, 
July 27, 1900.) 

NortTuern Pacrric.--An_ officer’ confirms the state- 
ment that this company is making a survey for a branch 
“1 miles long from Scappoose Station, Ore., on the main 
line, to run west to Pittsburgh, on the Nehalem River. 
No contracts have been awarded nor proposals requested. 
(Jan. 25, p. 70.) 
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Om Bett TRAcTION.—-The Fort Wayne & Southwest- 
ern Traction, which is building an. electric line from Fort 
Wayne, Ind., southwest about 25 miles to Huntington 
(Jin: 18, p. Ay ): is reported to have made a proposition 
té build the Oil Belt Traction, which was organized last 
year to build an electric rdad front Huritington southwest 
about 30 miles, via Montpelier; Portland, Bluffton ard 
Hartford City to Marion. Among those interested in the 
new company are: W. M. Paige, of Montpelier; J. A: 
Jaqua, of Portland, and Adam Beck, of Huntington: 


PENNSYLVANIA.—The City Council of Camden; N. J:, 
has passed an ordinance granting this company permis- 
sion to build a belt line along the river front: The con- 
dition is that the Reading or any other railroad shall be 
allowed to use the trac ks. upon payment of a proportion- 
ate amount of the cost and maintenance. 

Surveys are reported in progress for a cut-off between 
Latrobe, Pé., and Beatty, about two miles, to eliminate 
sharp curves: 

PORTLAND, NEHALEM & TILLAMOOK.—Articlés 6f ih: 
corporation for a company, with a capital stock of $1, 
000,000, have been drawn, to build a railroad from Port- 
land, Ore., west along the Nehalem River to the city of 
Nehalem and to Tillamook, on the Pacific coast, south 
of Nehalem. A number of Portland people are interested 
= the project: among whom are W. H. Corbett, Wm. M. 

Ladd, J: C. Ainsworth and A: L, Mills. This is probably 
the same project as that referred te under Oregon Roads. 
(Jan. 25, p: 10.) 

QuEBEC & Jaume Bay.—Hon. R. R. Dobell, Hon. Sen- 
ator Paquet, Hon. Garneau, and Messrs. G. Lemoine, 
J; 'T. Ross, G: Tiemeer W. Price, W. A. Marsh, T. A. 
Piddington, James Guthrie Scott, railroad manager, all 
of Quebec City, and Benj. A. Scott, mill owner, of 
Roberval, Que., are applying to the Quebec Legislature 
for incorporation of this company to build a line from 
the city of Quebec, or from some point on the Quebec & 
Lake St. Johu between Quebec and Roberval, to James 
Bay, and to the mouth 6f the Nottaway River thereon. 


QUEBEC RoAps.—D’Arcy Scott, of Ottawa, is applying 
for a charter to build a railroad from the northern term- 
inus of the Quebec bridge to the city of Quebec, and from 
the southern terminus of the same to the intersection of 
the Grand Trunk with the Drummond Counties Ry., at 
Chaudiere curve, Levis County. 

RicuMOND & PETERSBURG ELECTRIC.—This company is 
building an electric line from Richmond, Va., south 24 
miles via Manchester, Drury’s Bluff, Peck, Swift Creek 
and Cotton Mills to Petersburg. J. F. Bradley and Car- 
penter Bros. have the contract for grading, and the Car- 
wood Lumber Co. for poles. About two miles is com- 
pleted. It is expected to begin track laying Feb. 15. 
There are 150 men at work. The maximum grades are 3 
per cent. (Jan. 25, p. 70.) Major Curbin Warwick is 
President; J. L. Haner, Secretary, and J. F. Pfetch, 
General Manager, all of Richmond, Va. ( Official.) 


Sr. LAWRENCE SOUTHERN.—Honore Gervais, of Quebec, 
is applying to the Provincial Legislature to incorporate 
this company to build a line from Valleyfield, through 
the counties of Beauharnois, Chateauguay, Laprairie, 
Chambly. St. Johns, Rowville and St. Hyacinthe to the 
city of St. Hyacinthe, Que. 

SouTHERN.—Surveys are reported in progress for a 
connecting line from Clinton, Tenn., south about 30 miles 
to Loudon. 

TENNESSEE CENTRAL.—Noel & Thompson, of Chatta- 
Tenn., are reported to have the contract for 35 
Nashville & Clarksville. 





nooga, 
miles of the extension between 
(Dec. 28, 1800, p. S868.) 


TEXAS SOUTHERN.—An officer writes that the company 
has bought a private road running from Gilmer, ‘Tey.. 
east 21 miles toward Harlton, leaving a gap of about 12 
miles between the purchased road and the old line which 
the company expects to build this year. (Construction 
Supplement, July 27, 1900.) 

UNADILLA.—The project is being revived, according to 
report, for an extension of this line from New Berlin to 
Oneonta. 

VirnGINIA Roaps.—-N. B. Dotson, of Wise, Va., Presi- 
dent of the Virginia Coke & Steam Coal Co., writes that 
the company has nearly completed the location of its 
proposed railroad from Norton, or Wise, Va., via Indian 
Creek, to Bold Camp Creek. (Construction Supplement, 
July 27, 1900.) 

James Godwin, of Fincastle, Va., holds a charter for an 
electric railroad from Fincastle to Roanoke, 12 miles. 
Right of way is also secured. 

YALLAHA & WESTERN.—This company was incorpor- 
ated in Florida, Jan. 31, with a capital stock of $5,000, 
to build a railroad from a point in Township 20, south 
of Range 25 Hast, to Okahumpka, seven miles, both in 
Lake County. Elwin T. Haines is President; Elam J. 
M. Padgett, Vice-President, and George Kingsley, Secre- 
tary and ‘Treasurer. The headquarters are Leesburg. 





GENERAL RAILROAD NEWS. 


ALLIANCE & NORTHERN.—Garfield, Garfield & Howe, at- 
torneys, Garfield Bldg., Cleveland, Ohio, write that a 
controlling interest represented by a majority of the 
stock of this company, has been bought at private sale, 
but they are not yet ready to give out information with 
reference to proposed plans. 

It is known, however. that the same men are inter- 
ested in the Lake Erie, Alliance & Wheeling, whose 
incorporation was noted last week, which proposes to 
build from Fairport, Ohio, in Lake County on Lake 
Erie, to run south about 125 miles to Bridgeport, oppo- 
site Wheeling, W. Va. The Alliance & Northern would 
easily form a part of this route. It is further stated 
that the Ohio River & Lake Erie may be included. 
(Railroad Construction, Feb. 1, p. 88.) 

SKOCKVILLE, WeEstTPorT & SAULT STE. MARIE.—W. H. 
Cole has been appointed receiver to succeed James 
Mooney, of Brockville, Ont. The company has been in 
the hands of receivers for several years. (March 17, 
1899, p. 199.) 

ROOKLYN Rapip TRANSIt.—The Guaranty Trust Co., 
New York, and Harvey Fisk & Sons, offer at 97% and 
interest, $9,500,000 Nassau Electric consolidated mort- 
gage 414 per cent. gold bonds, due Jan. 1, 1951, princi- 
pal and interest. guaranteed by the Brooklyn Heights 
Co., through which company the B. R. T. controls the 
property of the Nassau Electric. The bonds offered 
are part of the issue of $15,000,000, of which $4,525,000 
is reserved to retire underlying bonds. (March 23, 
1900, p. 194.) 

Cuicaco & ALTON.—Twelve Mississippi River . bridge 


“ 
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bonds have been drawn by let for payment April 1, at 
the company’s office, New York: 

Cuicaco & NortTHWESTERN.—Sinking fund bonds of 1879, 
aggregating $62,000 of 6 per cents, and $73,000 of 5 
per cents; have been drawn for redemption at the 
Farmers’ Loan & Trust Co., New York, at 105, in- 
terest to Feb: 1. (Jan. 11, p. 34.) 


Cuicaco TERMINAL TRANSFER.—This property has been 
taken over by HE. H: Harriman through the purchase 
of the holdings 6f the German interests: The price paid 
was 33 for the preferred, and 12 for the common stock, 
payable one-third in cash and the rest in 4 per cent. 
notes, due in two years and redeemable at any time at 
the option of Kuhn; Loeb & Co. (April 20, 1900, 
p. 264.) 

‘CINNATI, JACKSON & MACKINAW.—The sale of secur- 

ities under the reorganization, which was to have been 
held Jan. 30, was again postponed because of a tempo- 
rary injunction. (Jan. 18, p. 52.) 

DENISON & SHERMAN.—This company is seeking to buy 
the street railroads in Denison and Sherman, Tex., ag- 
gregdting about 10 miles, to form a part of the proposed 
interurban electric line between the two cities. It has 
asked for the issue of bonds and ie stock to build 
the road and make the purchase. (Dec. 7, 1900, p. 818.) 


LitrLeE Mrami.—tThe stockholders, on i 29, approved 


of the proposed mortgage of $3,000,000 314 per cent. 
bonds for betterments and improvements, and for re- 
tiring other bonds. (Jan. 11, p. 34.) 


Mosite & OnI0.—The Southern Ry. has made arrange- 
ments to acquire the general mortgage bonds of the 
M. & O., which carry the control of that company. Full 
particulars are given in another column. 

NEW ORLEANS & WESTERN.—Holders of first and second 
mortgage bonds are notified by Stephen Peabody, chair- 
man of the reorganization committee, that changes 
have been made in the reorganization plan of Aug. 1, 
1899, and holders of bonds under the old plan may with- 
draw the same up to March 5, at the ~ ‘e of the Sec- 
retary, 36 Wall street, New York. (Sept. 1, 1899, 
p. 620.) 


OTTAWA & GATINEAU.—A. B. McGovern, of Ottawa, is 
asking the Dominion Parliament to grant an act em- 
powering this company to change its name to the 
Ottawa, Gatineau & Western Ry., and to acquire or 
amalgamate with the Pontiac Pacific Junction Ry., 
Hull Electric Ry., Ottawa & New York Ry., Ottawa 
Interprovincial Bridge Co., Ottawa Electric Ry., and 
the Kingston & Pembroke Ry. 


PENNSYLVANIA CoMPANY.—Kuhn, Loeb & Co., New 
York, have bought $10,000,000 314 per cent. 40-year 
gold trust bonds, guaranteed by the Pennsylvania R. 
R. These bonds are a portion of the $20,000,000 issue 
authorized in 1897, of which $4,950,000 is outstanding. 
The bonds are secured by a pledge of an equal amount 
of the 7 per cent. guaranteed special stock of the Pitts- 
burgh, Fort Wayne & Chicago. The proceeds from the 
new bonds are to be used for improvements, ete. 
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PITTSBURGH, CONNELLSVILLE & WHEELING.—This com- 
pany is offering $1,655,000 of 5 per cent. 30-year gold 
bonds for its new road, now building from Connellsville, 
Pa., west to Wheeling. W. Va., with a branch to 
a (Railroad Construction column, Jan. 

6.) 

ircram company has arranged to issue $23,000,- 
000 of 50-year 4 per cent. collateral trust bonds, se- 
cured by a deposit of stock of the Central of New 
Jersey, recently bought at 160; also of the entire 
capital stock of the Perkiomen R. R., and a minority 
interest in the capital stock of the Port Reading. The 
bonds are to be used in connection with the acquirement 
of the Central of New Jersey, and are to. be shortly 
offered for sale. (C. of N. J.. Jan. 18, p. 52.) 

The Reading Coal & Iron Co. is sending out notices 
to holders of P. & R. 10-year sinking fund 5 per cent. 
bonds, maturing Feb. 1, 1902, offering to extend the 
principal of bonds for 30 years at 4 per cent. Holders 
may present the same after Feb. 1, and not later than 
June 1. These bonds will retain their present security 
and in addition will be guaranteed. both principal and 
interest, by the Reading Co. 






RICHMOND, FREDERICKSBURG & PoTtoMAc.—The Board of 
Sinking Fund Commissioners of Virginia have adver- 
tised for bids for the State’s holdings in this property. 


RuTLAND.—BP. Clement, President, has issued a cir- 
cular letter to the stockholders explaining that in ac- 
cordance with recent amendments to the charter ef the 
State of Vermont, the directors have determined to 
retire all the common stock presented on or before 
Feb. 15, and replace it with preferred stock at one 
share of preferred for each 10 shares of common. 


Sr. Cratre, Mapison & Sr. Louris Bert.—The_ bond- 
holders have had submitted to them a_ reorganization 
plan prepared by the Whitaker committee. The plan 
is said to provide for the issue of $800,000 of 4 per 
cent. bonds, of which $50,000 is to be retained in the 
treasury. The road went into the hands of a receiver 
on Jan. 15, 1897. (July 15, 1900, p. 488.) 


St. Louis & San FRANcIsScO.—Proposals will be re- 
ceived up to noon, Feb. 11, for the sale of 6 per cent. 
bonds of 1880, for the sinking fund. United States 
Trust Co., New York City, trustee. 

SouTHERN PAciFic.—Announcement is made that all the 
stock held by Speyer & Co., and the late C. P. Hunt- 
ington has been sold to the Harriman Syndicate, repre- 
sented by E. HW. Harriman and the banking house of 
Kuhn, Loeb & Co. For further particulars see an- 
other column. 


SoutH St. Pau Bevt.—This company’s property, which 
forms a belt line south of the city of St. Paul, Minn., 
has been bought by John R. Hastings for persons not 
named, and the property is now being transferred to 
the new owners. 


YorkK SouTHERN.—The stockholders, on Feb. 2, voted to 
ratify the agreement for consolidation of the company 
with the Baltimore & Lehigh. (Jan. 25, p. 70.) 

YOUNGSTOWN-SHARON RaAtLWAy & Ligut.—This com- 
pany has issued $2,500,000 capital stock, and has 
mortgage authorized of $2,500,000, of which $2,000,000 

is issued. It has been organized to take over all the 

electric railroads in Youngstown, Ohio, and Sharon, 

Pa., and to build a connecting line between the two 

cities. The proceeds of the new bonds are to provide 

for improvements, additions, ete. A. M. Hyatt is Pres- 
ident: Harlan W. Whipple, Vice-President. and Leigh- 
ton Calkins, Secretary. all of 60 Grand street, Jersey 

City, N. J. (Railroad Construction column, Dee. 14. 


1900, p. 834.) 











Sacra ‘ 
a ti i eR 


re 


ane acid nc 








